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| The Institute of Transport 


ST HERE is no other platform than that provided by the 
Institute of Transport from which it would be appro- 
| priate to read three such papers as those at the Leeds 
Congress, opened under the presidency of Mr. William 
= Whitelaw on Wednesday and to be concluded to-morrow. 
pin the first, Mr. C. A. Lambert outlined the transport 
§ Tequirements of industry, while Dr. Fenelon, in the second 
S paper, gave a useful survey of how passenger transport 
outside London is controlled. Abstracts of these papers 
will be found on pages 1020 and 1037 of this issue. To-day 
Professor J. H. Jones is to present his paper on the price 
Bissue in public utility and monopolistic industries, and 
pmext week we hope to publish an outline of his ideas, 
together with that of the members. who will have taken 
part in the discussions of all three papers. Not so many 
years ago our predecessors might have derided the idea 
of listening to papers on such subjects; to-day the matters 
Ediscussed are of the greatest importance. It is a sign of 
the times that two of the authors are professional 
€conomists, and, in providing the ground for discussing 
pthese matters, the Institute of Transport justifies its exist- 
ence. Not, of course, that there is no other ample justifi- 
Cation for the Institute. Within its scope it permits of 
Mdiscussion on a common ground between the administrators 
sof every form of transport, and of every department of 
pévery form. Those responsible for rail, road, water and 
air transport meet to sink their differences and pool their 
p€xperience. The mechanical engineer similarly confronts 
tthe traffic man; the accountant can see through the same 
Blasses as the commercial manager. And—no less im- 
sPortant that these invaluable facilities—the education of 
@he budding transport administrator is encouraged and 
Mirected. The Institute of Transport indeed performs a 
Useful function to-day. 
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An Inquisitor at Large 

With a fanfare of journalistic trumpets, an intrepid 
reporter has lately been despatched from the offices of a 
Sunday newspaper to explore that terra incognita, the 
British railway. It is his mission to discover the laughter 
and tears behind every ticket, the Pagliacci in every 
passenger. We think it a pity that the press should thus 
exert itself to seize the last strongholds of the imagination. 
A railway journey is one of the few remaining entertain- 
ments in which one is ignorant of the private lives of the 
actors. To speculate in this direction, to scowl in secret 
at one’s neighbour and privily to drop cigarette ash upon 
his trousers because he reads the organ of an obnoxious 
political party and may one day be Chancellor of the 
Exchequer—these are among the pleasures of the train. 
Besides, most of us have no more dramatic motives for 
travelling than those which inspired the chicken to cross 
the road in the conundrum. We are not, and do not wish 
to become, such stuff as news is made of. But in the 
first articles of the journalist in question there is evidence 
of our readiness to oblige. A restaurant car steward 
regaled him with the story of a certain peer who travels 
regularly to Scotland and beguiles the time with a piece 
of knitting. The sport of ragging the reporter may yet 
become a recognised railway diversion. 

a of * # 

The Week’s Traffics 

A general decline in passenger train traffics of the four 
group companies for the past week is accounted for by 
the fact that they compare with those of a week in 1933 
which included Whitsunday and the two previous days 
on the London Midland & Scottish, Great Western, and 
Southern Railways, and the two days preceding Whit- 
sunday on the London & North Eastern. The Irish rail- 
way traffic week ends on a Friday, and comparisons in 
the case of these railways for the past week are with a 
more or less normal period in 1933. Goods traffics are 
up on all three railways and passenger train receipts except 
on the Belfast & County Down. The Great Northern 
increase for the year to date is £145,050, the Great 
Southern aggregate increase being £50,966. 


22nd Week Inc. or dec. 





. . - 
Pass &c. Goods, &c. Coal, &c. Total. Year to date 
f F £ f £ % 


5,000 
39,000 


£ 
46,000 
8,000 


L.M.S.R. 
L.N.E.R. 
G.W.R. 


SR... 


132,000 + 
56,000 + 


a N /o 
- $1,000 + 1,220,000 + 5-3: 
9,000 + 1,346,000 + 
44,000 17,000 2,000 25,000 + 337,000 + 3-5 
72,000 + 5,000 3,000 - 64,000 + 192,000 + 


* * * * 


Recreations and Railway Revenue 


It is inevitable that the public taste in entertainment 
should be reflected in railway traffic receipts and in the 
volume or nature of the business offering at stations. The 
considerable decline in favour, for instance, of the theatre 
and music-hall, has produced a serious diminution in the 
revenue derived from the conveyance each week of scores 
of large and small companies together with their vast and 
heterogeneous collections of scenery and properties. The 
loss has not been compensated for by the tremendous 
growth in popularity of the cinema, for although this 
contributed to increased passenger traffic in its early days, 
the present abundance of picture houses is such that a 
train journey is rarely necessary in order to visit one. 
Parcels traffic by express passenger train has profited in 
some measure from the conveyance of films, but the 
exhibitor’s adjectives ‘‘ stupendous ’’ and ‘‘ magnificent ”’ 
are poorly supported from the railway point of view by 
the limited dimensions of even a super-production in the 
raw. The attractions of dog and dirt-track racing are 
unfortunately mainly local, although greyhound racing 
has created a special service on certain nights between 
Marylebone and Wembley Stadium on the L.N.E.R. 
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Football crowds are probably the railway’s best standby, 
but generally speaking the recent growth of cheap enter- 
tainment has not yielded the revenue that could have 
been expected of it. 
* ¥ * + 

The Universal Provider 

Probably the idea of equipping the railway station as 
a species of ‘‘ general store’’ originated west of the 
Atlantic, but by degrees it is spreading to this side, and 
the railway terminal is developing by degrees into a city 
in miniature. At St. Lazare terminus in Paris, for 
example, you can quench your thirst, satisfy your appe- 
tite, have your hair Marcel-waved or your nails manicured, 
your shoes repaired, your clothes cleaned and pressed— 
how you pass the time during the last-mentioned operation 
is not stated—your eyes tested, your visiting cards printed, 
and your films developed. Books, flowers, hats, dresses, 
porcelain, radio sets, and almost any other object under 
the sun may be purchased on the station premises. For 
your correspondence a writing-room is provided, and for 
the transaction of your financial affairs a bank, together 
with telephones for communication not merely with Paris. 
but at will with London, Brussels, or even New York. 
To pass your time you may patronise a news-reel cinema, 
like that at Victoria station in London, with the noiseless 
reminder from time to time, on the screen, that “‘ the 
train for —— is leaving in ten minutes.’’ By the opera- 
tion of unseen light rays, the cinema doors will courteously 
open in front of you and close behind you, with no assist- 
ance on your part. In fact, you can do practically every- 
thing but confess your sins, for the only lack on the 
station is that of a church. 


* * * * 


A Church Train on the L.N.E.R. 


The L.N.E.R. still maintains a time-honoured custom 
of the late North British Railway by running a “‘ church 
train ’’ every Sunday morning from Riccarton Junction, 
on the Waverley route between Carlisle and Edinburgh, 
to Hawick or Newcastleton. Riccarton is itself a creation 
of the North British Railway, which authorised the erection 
of houses, a post-office and a school for the benefit of 
its employees stationed in this remote spot. The provision 
of a church and living, however, fell rather outside the 
scope of a railway company, so the N.B.R. established 
the weekly church train. This runs to-day, as it did 
then, to Hawick and Newcastleton alternately, enabling 
the residents to worship and call upon their friends in the 
lowlands. It leaves Riccarton at 10.15 a.m. and runs 
one Sunday southward to Newcastleton, calling at Steele 
Road and returning at 1.30 p.m. The next week it travels 
northward over Whitrope summit, calling at the siding 
there, and then down to Hawick, which is reached at 


10.50 a.m. and left at 1.15 p.m. The distance from 
Riccarton to Hawick is 13 miles and to Newcastleton eight 
miles. Although not advertised in the published time- 


tables, the church train conveys ordinary local passengers 
on each journey, as well as members of the railway staff 
and their families. 

* * * * 


The Fastest Train in the World 

In these days of constantly-rising railway speeds the 
title of “‘ fastest in the world ’’ inevitably changes hands 
at frequent intervals, but so far as long-distance trains 
are concerned, the Sud Express of the Paris-Orleans-Midi 
Railways of France appears for the moment to hold it 
beyond much fear of dispute. For the first time in railway 
history an express has been booked to cover a distance of 
over 300 miles at a speed of over a mile-a-minute inclusive 
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of stops; the time now allowed the Sud Express from Paris 
(Quai d’Orsay) to Bordeaux is 355 min. for the 362 miles, 
with four stops between. Of the intermediate stages the 
most remarkable is that from Poitiers to Angouléme, where 
precisely one hour is allowed for a distance 70-0 miles, 
thus introducing the first 70 m.p.h. booking into France. 
and, so far as concerns steam-hauled trains, taking second 
place only to our Cheltenham Flyer. This follows 
schedules of 60-2, 66-9, and 60-8 m.p.h. over the three 
preceding stages—Paris to Les Aubrais, on to St. Pierre- 
des-Corps, and from there to Poitiers respectively—but 
the final stage from Angouléme into Bordeaux is booked 
at 57-6 m.p.h. only, probably to allow some small recovery 
margin in the event of the train running late. Another 
French record is established by the 9.9 a.m. express of 
the Est Company from Nancy to Paris, which now covers 
the 219-0 miles non-stop in 216 min.—to our knowledge 
the first example of a non-stop journey of over 200 miles 
booked at an average speed in excess of 60 m.p.h. 
* * cd * 


Interurban Railways in the U.S.A. 

For many years past the interurban railway, a develop- 
ment over long distances of the electric tramway, has been 
a feature of transportation in the North American conti- 
nent. In face of the devastating competition of the road 
motor coach, there is now a tendency for these indepen- 
dent lines to disappear, though many thousands of miles 
of interurban tracks are still in successful operation. Some 
of the interurban companies have the dimensions of full- 
size railways, such as the Indiana Railroad system, which 
owns 770 miles of line, over which observation and parlour 
cars are run, or the Illinois Terminal RR., over whose 
172-mile main line from St. Louis to Peoria even 
‘“ trolley ’’ sleeping cars are in service. High speed is 
a feature of certain interurban services, such as_ those 
of the Chicago, North Shore & Milwaukee RR., the 
fastest of whose limited trains cover the 74-1 miles between 
Harrison (Milwaukee) and Howard Street (Chicago) in 
68 min., inclusive of three intermediate stops, and carry 
parlour and dining cars. Freight also is carried in many 
cases; for example, it is possible’ to consign freight by 
trolley services from Cleveland to Chicago, Cincinnati, 
Indianapolis, Milwaukee, and in many other directions. 
Until several years ago, the New York State Railway 
system was the largest of these concerns, operating some 
3,500 miles of line, including the extensive tramway 
systems of Utica, Syracuse, and Rochester, but to-day all 
its interurban lines have been abandoned. Further details 
ot American interurban services appear on p. 104. 

* * * * 
Kowloon-Canton Railway (British Section) 

On the 22 miles of the British section of the Kowloon- 
Canton Railway, which runs northwards from the terminal 
stations of Kowloon opposite Hong Kong to meet the 
Chinese Section of 89 miles, the results for the year 1933 
showed a great improvement on those for 1932. Net oper- 
ating revenue amounted to the exceptional figure of 
$711,052 (which is irrespective of loan interest and sinking 
fund charges), representing a return of 3} per cent. on the 
total capital. Both gross and net revenue receipts were 
the highest on record, and increased earnings were derived 
from every source of traffic except local goods. The track, 
both on the British and Chinese sections, was well main- 
tained and enabled the accelerated time-table introduced 
in November, 1932, to be continued. Local passenger 
traffic showed the remarkable increase of 43-2 per cent. 
in receipts, due partly to the increase of 15:5 per cent. 
in numbers and partly to more travel in the higher classes. 
There was an encouraging advance of 12-7 per cent. im 
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receipts from through and joint sectional passenger traffic 
resulting from the improved service of through trains. A 
fast through goods service, hauled by British section 
engines, Was inaugurated in October and was well 
patronised, but through goods traffic as a whole, though 
an improvement on 1932, was disappointing. 


* * 


The German State Railway and Unemployment 

To provide work for some of her unemployed, Germany 
is spending many millions more than is strictly necessary 
merely to keep her railways running efficiently. The far- 
reaching and well-conceived programme that has been 
drawn up is outlined on page 1036, and when it is com- 
pleted important operating economies should be possible. 
For an ever decreasing input of energy, a better and better 
service will be provided for the public. New locomotives 
are being built, electrification extended, the permanent way 
strengthened and improved in alignment, so that higher 
speeds will be possible at no increase—probably an actual 
decrease—in the consumption of energy, whether derived 
from manual labour or power. Containers are being 
developed along with mechanical methods of handling 
goods. The immediate effect is to create considerable 
industrial activity in producing these various labour saving 
devices; the eventual effect, of course, will be to save 
labour. By that time doubtless some more logical method 
of dealing with the unemployment problem will be found, 
for instance the digging of holes and filling them up again, 
or the intensive sabotage of machinery. 

* * * * 


Importance of Stable Roadbed 

Under the chairmanship of Dr. A. N. Talbot, the Joint 
Committee on Stresses in Tracks of the American Railway 
Engineering Association has, during the past twenty years, 
issued six reports containing valuable data on the subject. 
Dr. Talbot has supplemented these reports by lectures, the 
latest of which was delivered on March 13 and is 
abstracted in the Railway Age of May 12. The term 
‘modulus of elasticity of rail support ’’ is used to express 
the relation between the magnitude of a load applied all 
along the rail and the magnitude of the resulting depression 
or vertical movement of the rail. In other words, it is a 
measure of the stiffness of the rail support or substructure 
below the rail. Tests have shown that the rail depression 
for a group of closely spaced wheels varies only slightly 
with the size of the rail, whether 90 lb. or 130 lb. per yd. 
The depression under the main driving wheel is very nearly 
inversely proportional to the modulus of elasticity of the 
rail support, regardless of the stiffness of the rail itself. 
Tests carried out a few months ago on the concrete roadbed 
of the Pere Marquette Railway and on the well-ballasted 
ordinary track alongside (the two form a double line) indi- 
cated a stress of 15,000 lb. per sq. in. in the base of the 
rail on the latter, and only from 3,800 to 6,800 Ib. in the 
former, depending upon the type of bearing strip between 
the bottom of the rail and the concrete bed. 


* * * * 


Locomotive Pioneering 

A fact of unusual interest, pointed out to us by the 
designer, is that Mr. Gresley’s new Mikado locomotive 
Cock o’ the North, which is the first express locomotive 
built for British service with eight coupled wheels, carries 
the same number, 2001, as the first locomotive built for 
express service in this country with six-coupled wheels. 
The latter was No. 2001 of the late North Eastern Railway, 
designed by Mr. Wilson Worsdell and built at Gateshead 
Works in 1899. Six-coupled freight locomotives had 
doubtless been used previously on passenger trains in this 
















































THE RAILWAY GAZETTE 1011 


country, and Mr. David Jones, on the Highland Railway, 
had set the fashion in 1894 with the 4-6-0 wheel arrange- 
ment, but the latter was intended principally for freight 
service; Worsdell’s 4-6-0 of 1899, however, was unquestion- 
ably the first British engine, of this or any other 
six-coupled wheel arrangement, definitely intended for 
express passenger work. Now, thirty-five years later, 
by a purely fortuitous circumstance—for the coincidence 
of numbering, we understand, has taken place more by 
accident than design—the lineal descendant of the North 
Eastern Railway produces the pioneer eight-coupled engine 
for express service. Incidentally, we commend the prac- 
tice of beginning the numbering of a class with a ‘ 1”’ 
rather than ‘‘ 0,’’ e.g. 2001, rather than 2000, for then the 
highest number carried indicates the total in the class. 
* * * * 

Locomotive Mileage Statistics 

Our American contemporary the Railway Age recently 
summarised the report on locomotives prepared under 
the direction of Mr. Joseph B. Eastman, Federal Co-ordi- 
nator of Transportation in the U.S.A. Among other 
questions, that of locomotive mileage was investigated, and 
the actual figures made on the Class I main line railways 
during the August-September peak period, 1933, by the 
26,583 locomotives in service were tabulated. Replying 
to the detailed questionnaire addressed to them, the rail- 
ways estimated that the average daily performance by 
these engines of 2,505,000 miles during this period could 
be increased to 3,506,000 miles by raising the average 
daily mileage of each engine from 94-2 miles to 131-9 
miles. Withdrawing 4,640 locomotives from storage would 
provide for another 534,000 locomotive-miles a day and 
repairing 9,604 engines allow a further daily mileage of 
977,000, which brings the total up to the daily average of 
5,017,000 locomotive-miles, a general average of 122-9 miles 
a locomotive day. Among the thirteen types of engines 
each numbering over 1 per cent. of the total main line loco- 
motive inventory, the 2-8-0, 4-6-0, 2-6-0, 4-4-2, 2-6-2 and 
4-4-0 are asa whole now obsolete. The average age of these 
locomotives ranges from 25-9 years for the 2-8-0 to 34-2 
years for the 4-4-0. 

* * 


The 2-8-0 in Service 

The report mentioned in the foregoing note goes on to 
say that the most numerous single type of locomotive in 
the inventory is the 2-8-0, of which there are 11,266. 
During August and September, 6,681 of these engines 
averaged 411,000 miles daily. By more intensive utilisa- 
tion, they are estimated to be capable of averaging 652,000 
a day. By withdrawing 1,215 of this type from storage 
and repairing 2,818, an additional 313,000 miles are to be 
secured from the group, which is in all to produce 965,000 
miles of the 5,000,000 daily peak. The 2-8-0 group is thus 
to contribute an increase of 134 per cent. on its service 
in August and September last, whereas that including the 
most modern types of locomotives is to contribute an 
increase of but 53 per cent. Particulars of the work of. 
more modern engines are also included in the report. The 
group of types each constituting less than 1 per cent. of 
the total includes 2,108 locomotives, of which 1,272 are 
of the 2-8-4, 4-6-4, 4-8-4 and 2-10-4 types, and are less 
than ten years old. During August and September, 1933, 
1,533 of the engines in this group, which also includes the 
4-8-2 type, averaged 226,674 miles a day. By an increase 
from 147-9 to 1744 miles a day, they are considered 
capable of averaging a total daily mileage of 267,000. 
By placing in service 546 engines now in storage or under- 
going repairs, this group could show a daily average of 
348,000 locomotive miles for the peak period. 








Staff Co-operation 


N interesting feature of railway staff policy in recent 
years has been the increasing tendency of the com- 
panies to invite the co-operation of their staffs in securing 
additional traffic. The first step in this direction was taken 
by the Great Western Railway in October, 1926, when, 
following the disastrous effects of the general and coal 
strikes of that year, it introduced what has come to be 
known as the Staff Traffic Advice Card Scheme. Sir Felix 
Pole, then General Manager of the G.W.R., addressed a 
personal appeal to each employee, enclosing cards upon 
which could be inserted particulars of traffic movements 
likely to take place in the near future. The information 
submitted on these cards was followed up by the traffic 
officers, and the scheme has since resulted in much valu- 
able traffic being secured for the railway. The text of 
Sir Felix Pole’s letter, together with illustrations of the 
traffic advice cards, was reproduced in THE RAILWAY 
GazeTTE of October 8, 1926. Subsequently other railway 
chiefs addressed personal appeals to their staffs. Sir Josiah 
Stamp addressed two circular letters to the staff of the 
London Midland & Scottish Railway during 1927, one in 
March asking for ‘‘ suggestions for the more economical 
and efficient conduct of the company’s business ’’ and 
another in August suggesting that greater and more profit- 
able use should be made of the established conciliation 
machinery for the purpose not only of defending legitimate 
railway business but of materially adding to it. In this 
letter Sir Josiah urged the staff to “‘ talk up”’ their 
railway and reminded them of the great theme at their 
disposal, thereby inaugurating the principle of railway 
salesmanship which has since come to be so closely con- 
nected with the company. 

In the same year two letters were addressed by the 
Divisional General Manager to 60,000 railwaymen in the 
North Easterm Area of the London & North Eastern Rail- 
way, requesting their co-operation in securing additional 
business. Staff co-operation also formed the subject of 
a conference between local officials of the L.M.S.R. and 
G.W.R. and the West Midland District Council of the 
N.U.R., when delegates representing upwards of 25,000 
railwaymen were present. The late Mr. R. H. Selbie, 
then General Manager of the Metropolitan Railway, and 
the Rt. Hon. J. H. Thomas, M.P., were other prominent 
persons who gave their support to the cause of railway 
staff co-operation. In 1928 the Great Western Railway 
arranged for a lecture on salesmanship to be given at 
various centres on its system, concluding with a meeting 
at Paddington in January, 1929. The Southern Railway 
has also adopted this method of stimulating the interest 
of its staff. In June, 1932, Sir James Milne addressed a 
personal appeal to the 100,000 employees of the Great 
Western Railway, asking for their renewed interest in the 
Staff Traffic Advice Card Scheme. Judging from the 
monthly reports which have since appeared in the Great 
Western Railway Magazine, many employees responded to 
this appeal, with resultant benefit to the company’s busi- 
ness in both passengers and merchandise. Also in 1932, 
Mr. Ashton Davies addressed a letter to the staff of the 
London Midland & Scottish Railway, requesting their 
co-operation in securing passenger traffic. A similar letter 
circulated to the staff of the L.M.S.R. in March, 1933, 
stated that, as a result of the previous appeal, 381 stations 
obtained an increase in traffic of 10 per cent. or over and 
473 stations obtained smaller increases. As a further step 
in the same direction, Mr. Ashton Davies supplied the 
staff with copies of a booklet setting out in detail the 
various cheap travel facilities offered by their company in 
order to assist them in answering enquiries from the 
public. This lead was followed by the Great Western 
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Railway, which distributed particulars of cheap travel 
facilities to the staff of the traffic and goods departments, 
with a covering letter requesting the assistance of em- 
ployees in making these facilities more widely known. The 
fact that not only did the L.M.S.R. consider it worth 
while to pursue the policy of encouraging staff co-opera- 
tion but that the G.W.R. followed suit, is evidence of 
the possibilities seen in the scheme by the railway com- 
panies generally. 

Thus it may be claimed that the railwaymen of Great 
Britain have received every encouragement to co-operate 
in securing the additional traffic which is so badly needed. 
There can be no doubt as to the wisdom of this course. 
Railway staff at the present time numbers some 550,000 
in personnel and the impact upon the public mind of 
550,000 enthusiastic salesmen of railway travel and trans- 
port must necessarily result in additional business for the 
companies. Unfortunately, the full force of this powerful 
influence has yet to be brought into action. Despite the 
excellent attempts to enlist their help, many railwaymen 
appear to remain indifferent to the urgency of the situa- 
tion and oblivious of the fact that by helping the com- 
panies to secure increased traffic they would be safeguard- 
ing their own position. On the other hand there is un- 
doubtedly a disposition on the part of many employees to 
do everything they can to assist the companies to retain and 
regain traffic and these will be quick to avail themselves of 
the increased opportunities now afforded them of becoming 
successful salesmen. 

* * * * 

Highway Frontages and the Railways 
UITE apart from the many questions which have arisen 
between rail and road transport systems, the legisla- 
tion passed in recent years to deal with the improvement 
of highways consequent upon the growth of road transport 
has given rise to problems which have assumed propor- 
tions possibly unforeseen when the relevant Acts of Parlia- 
ment were passed. Such are the questions involved by 
the provisions of the Public Health Act, 1925, and the 
Roads Improvement Act of the same year which enable 
local authorities to lay out lines for the future widening 
of highways and the frontages of new buildings. Under 
neither of these Acts have the railways an absolute exemp- 
tion such as was usual in earlier legislation, and in respect 
of such parts of their property as is surplus to railway 
requirements the companies are in a similar position to 
that of any private owner of land. Owing to the extent 
to which railway boundaries march with those of public 
roads, to the growing value of land on station frontages 
and adjoining goods yards and the sites of bridges over 
or under the line where, building development is taking 
place, and to the shallow depth and awkward shape of 
many of the areas of land involved, the interests of rail- 
way companies are becoming increasingly affected by these 

provisions. e 

The Public Health Act, 1925, enables local authorities 
to prescribe an improvement line, that is, the line for 
future widening along either side or at or within a distance 
of fifteen yards from any corner of a highway 1° pairable 
by the inhabitants at large which is narrow or incon- 
venient or without any sufficiently regular boundary oF 
which it is necessary or desirable to widen. Before pre- 
scribing the line, the local authority must deposit at its 
offices a plan for public inspection showing the line tt 
proposes prescribing and must serve on the owners and 
occupiers of the land affected notice of its intentions and 
must consider any objections they may raise. Not less 
than six weeks after the date of service of the notices 
the authority may pass a resolution prescribing the line. 
After this no new building, erection or excavation, which 
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presumably includes a cutting, may be constructed or 
carried out nearer the centre of the highway than the 
improvement line, without the consent of the local 
authority. Any person whose property is injured by the 
prescription of the line may, however, make a claim for 
compensation at any time. In default of agreement 
between the owner concerned and the authority the amount 
of the compensation is settled by arbitration under the 
Acquisition of Land (Assessment of Compensation) Act, 
1919, the arbitrator being entitled to take into account 
any offer made by the local authority as to the exercise 
of its powers and any benefit accruing to the claimant 
from the widening or improvement of the highway. In 
any case the claimant is not entitled to compensation in 
respect of new buildings erected after the line is shown 
on the deposited plan, though this does not apply to 
work put in hand previous to deposit. 

The Roads Improvement Act, 1925, gives a highway 
authority somewhat similar powers to prescribe building 
lines, these being lines beyond which no new building 
may project towards a highway maintainable by the autho- 
rity. The authority must give two notices to owners and 
occupiers and owners of land affected by a proposed build- 
ing line, the first when the plan showing the line is 
deposited and the second within six weeks of the formal 
prescription of the line. The effect so far as the erection 
of new buildings and the excavation of the land affected 
is concerned is much the same as in the case of an improve- 
ment line, except that there are definite time limits for 
lodging objections and claims in respect of a building line, 
six weeks after the service of the first notice for objections 
and six months after the service of the second notice for 
claims. The authority may, however, purchase by agree- 
ment or compulsorily any land not occupied by buildings 
lying between an improvement line and the boundary of 
the street, subject to the occupier’s right of access over 
the land purchased until it is made up as part of the street. 
No such power of purchase is provided for in respect of 
land between a building line and the street. 

Under both Acts a clear distinction is drawn between 
the property of railway companies “‘ used ’’ for railway 
purposes (Public Health Act) or “‘ held ’’ for such pur- 
poses (Roads Improvement Act), and that surplus to rail- 
way requirements and available for disposal. In respect 
of the former the local authority or highway authority must 
obtain the consent of the railway company concerned 
before an improvement or building line can take effect, 
but both the relevant Acts provide that the consent of the 
company shall not be unreasonably withheld. In the case 
of an improvement line the authority responsible for 
deciding an appeal on the grounds of unreasonableness is 
the Minister of Health, but in the case of a building line 
it is the Minister of Transport, who must consult with the 
Minister of Health. Land which is surplus to railway 
requirements, though it belongs to a railway company, 
is treated as though it belonged to a private owner, the 
company having a right to object to what is proposed and 
a further right to claim compensation if the objection is 
overridden, but it has no right to withhold its consent as 
in the case of land held or used for railway purposes. 
Both building and improvement lines are frequently pre- 
scribed along considerable lengths of highway, but it would 
seem that the Acts give the highway or local authority no 
power to prescribe such lines along any parts of a highway, 
such as raised approaches to bridges or substituted roads, 
not maintained at the expense of the inhabitants at large. 
If a railway company failed to sustain an objection to the 
prescription of a building or improvement line affecting 
property used or held for railway purposes, it appears 
that it could claim compensation as in the case of land not 
so used or held. 


THE RAILWAY GAZETTE 































































1013 


Economies in Working Single Lines 


HILE in the United Kingdom only 28 per cent. of the 
whole of the railway route mileage is single line, in 
the United States the proportion is 85 per cent.; in India, 
of the Class I lines alone, the single line mileage is 90 per 
cent. of the whole, and in the Union of South Africa there 
are Only 223 miles of double track out of a total of 12,913. 
The necessity for economy in operation in this country has 
led to the abolition of many signalboxes on double lines. 
It has also led to the closing at times of an even greater 
number of boxes, previously always open. That has 
readily been achieved by means of switching-out appara- 
tus, in which through block communication is established 
between A and C and admits of the closing of B. Econo- 
mies on single lines in this country are equally desirable 
but, at first sight, it would appear as if the switching-out of 
signalboxes on single tracks is not so simple an achieve- 
ment as on double lines. That is due to the fact that prac- 
tically all the single lines in Great Britain are operated 
by some form of electrically-controlled token. Single lines 
are divided into sections and each section has its token 
and the token of one section cannot be used for an adjoin- 
ing section. It follows that if there were two sections, D-E 
and E-F, the D-E token could not license the movements 
of trains in the E-F section, and vice versa. The success- 
ful and profitable switching-out of token stations on single 
lines has been in operation for some years It may be re- 
membered that between May 23, 1929, and April 11, 1930, 
a series of 33 articles on the working of single lines 
appeared in these pages. The question of switching-out 
was dealt with in our issues of October 4 and December 27, 
1929. A series of articles on single lines was also running 
concurrently in our allied journal, The Railway Engineer. 
and this particular feature was discussed in the issue of 
that paper for May, 1929. The simplicity of switching-out 
on single lines has now been made more manifest by the 
paper read by Mr. W. S. Roberts recently before the 
Institution of Railway Signal Engineers. While all the 
points brought out in our own articles were mentioned, we 
find that further improvements have been made during the 
four years that have elapsed since we dealt with the 
subject. These newer methods allow, for instance, for the 
old staff-and-ticket system to be used for long-section work- 
ing in place of two consecutive shorter sections controlled 
by the token method, and for what may be called over- 
lapping in the hours of switching-out. By the latter it has 
been made possible, on a line where there are, say, six 
boxes, for certain of the intermediate stations to be 
switched-out for differing periods from all or some of the 
other intermediate stations. 

We must stress the point that in the switching-out 
arrangements described in our articles, and inthe later ideas 
put forward by Mr. Roberts, the economies effected are not 
obtained by any sacrifice of safety. That is a most impor- 
tant matter, as one of the outstanding features in the safety 
of British railways is the freedom from collisions on single 
lines. It cannot too often be recorded that after Edward 
Tyer invented the single line token in 1878—56 years ago 
—there was an interval of 43 years before there was a fatal 
collision to a passenger train on a single line. That good 
record was broken by the Abermule disaster of January 
26, 1921, caused by an irregularity in working and through 
no fault in the token system. Moreover, it would not have 
happened had any one of four different men exercised 
reasonable care. It must not be forgotten too, that Sir 
John Pringle, speaking at the Institute of Transport Con- 
gress in London in May, 1922, observed that ‘‘ It may 
justly be inferred that single lines are operated under token 
systems with a higher degree of security than railways 
with two or more tracks.’’ 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


The Towel Problem 
Palestine Railways, 
Office of the Chief Engineer, 
Haifa Station. 
May 26 
To THE Epiror oF THE RatLtway GAZETTE 

Str,—When I read your editorial remarks headed ‘‘ The 
Towel Problem ’’ which appeared on May 18, I was reminded 
of an arrangement which I saw in use in a first class coach 
on the German State Railway. 

Each towel had a rustless metal eyelet let into one corner 
and was then folded so that the eyeletted corner was left free. 
A supply of towels was then placed in a box fixed to the 
wall and in the process threaded on to a brass rod which ran 
up through the bottom of the box. When the lid was shut 
and locked the towel could be removed only from a slot in 
the side of the box and only as far as the rod allowed. 
When used the towel was dropped into a lower lidless box 
into which the brass rod led it. This arrangement was neat 
and I thought very effective, and the only way for an 
unauthorised person to remove a towel was to cut its corner 
off. 

In the same coach I used a very effective delayed action 
faucet which, when pressed, gave time to get one’s hands 
under the spout and kept up a supply just long enough f 
ordinary requirements. 

Yours faithfully, 
R. F. SCRIVENER, 


Chief Engineer 


More Economical Locomotive Working 
London, 
June 4 
lo tHE Epiror oF THE RAILWay GAZETTE 

Sir,—I have read Mr. Robins’s letter in your issue dated 
June 1 with great interest, especially his remarks on the 
incorporation of the locomotive running section into the 
operating department. What appears to me to be a better 
way, however, is the incorporation of the operating into the 
locomotive running department. I would also suggest that 
the function of the railway is to provide as well as 
sell transport at such rates as will stimulate demand and 
provide adequate return on capital. Proper selling neces- 
sitates the existence of a complete commercial department 
charged exclusively with this most important duty; this, 
however, is not to be found in most organisations, commerce 
being usually divided among several sections. As regards 
provision, this might be left in the charge of properly trained 
engineers conversant with the million and one aspects of 
engineering as applied to the operation of railways. Rumour 
has it that the incorporation of the running department into 
the operating section has not always worked too well, and 
has been a source of considerable unrest among officers as 
well as servants on several railways. 

Referring to time schedules, Mr. Robins’s railway is 
possibly not so closely worked as our railways at home, and 
I would remind him that there are a great many cases where 
alteration of a schedule or even of routine of working would 
save a second engine being brought out of the shed; not 
only a saving of a locomotive in steam but a saving to all 


other engines whose workings would be tightened up thereby. 
As regards the use of small engines for wayside shunting, 
may I ask Mr. Robins again to read my remarks and he will 
notice that they are aimed at the busier and not the small 
wayside station where the hours saved to the road engine 
(and to its train) would justify the use of the shunting 
engine? I would suggest that there are a very large number 
of these. 
“ YOUR CORRESPONDENT ” 


Locomotive Lubrication ; 


Grand Buildings, 
Trafalgar Square, W.C.2. 
June 4 

To tHE Epriror or THe Rattway Gazetre 
I have read with considerable interest your editorial 
on the subject of locomotive lubrication which appears in 
the current number of THE Rat.way Gazette, with particular 
reference to the paper that was read by Mr. H. P. Renwick, 
of the Great Indian Peninsula Railway, before the fifth 
annual general meeting of the Indian and Eastern Centre of 
the Institution of Locomotive Engineers. 

I observe that it is stated in the editorial that perhaps the 
greatest advantage of all is that an engine with grease lubri- 
cation can be serviced at the running shed and sent out on 
a round trip of 1,000 or more miles with full confidence that 
it will need no further attention to lubrication on the part 
of the driver than the refilling of the lubricator and the 
oiling of the axleboxes. I would like to point out, however, 
that one of the outstanding advantages with grease lubrica- 
tion is its application to the axleboxes, and that with an 
engine so equipped it is possible to run 15,000 to 20,000 miles 
without attention, the lubrication being entirely automatic. 
it is true to say that a grease lubricated engine only requires 
oil for the cylinders. 


SIR, 





Yours faithfully, 
ROBT. H. WHITELEGG 


Recovering Lost Time 


4, Limerick Road, 
Redland, Bristol. 
May 28 
To THE Epiror or THe RatLway GazeTTE _ 

Sir,—In his letter of May 13, Lord Monkswell touches 
upon a nice point, namely the relation between late running 
and the causes of accidents. 

I cannot trace one single railway accident in this country 
during the past 90 years the cause of which has been 
assigned definitely to the late running of a particular train or 
trains. It is possible that in rare cases late running may 
have been cited as contributory, for example, causing a 
signalman to overlook the presence of a particular train. 
However disastrous the result of this error, the effect on the 
man is merely psychological. 

Under the block system each train is treated as a unit. 
The same process, use of safety devices, and regulations, are 
religiously enforced whether the unit be running ten minutes 
before schedule or an hour behind time. 


Yours faithfully, 
Cc. R. CLINKER 








RAILWAY STUDENTS’ ASSOCIATION ANNUAL CONVENTION.— 
The annual convention of the Railway Students’ Association 
(University of London) will be held this year at Belfast from 
June 15 to 18. The party will leave Euston for Ireland by 
the Ulster Express on Thursday night, June 14, and will 
stay at the Royal Avenue Hotel while in Belfast. The con- 
vention will be opened by the President, Mr. W. V. Wood, 
Vice-President, Finance and Service Departments, L.M.S.R. 
An address of welcome on behalf of the transport under- 


takings of Belfast will be presented to the Assoc iation by 
Mr. J. B. Stephens, General Manager, Great Northern 
Railway, Ireland, and the Lord Mayor of Belfast has co 
sented to grant a civic reception in the City Hall on Friday 
afternoon. Meetings will be held on Friday, Saturday, one 
Monday, and an attractive programme of excursions has 
been arranged, including an inspection of the signalling 
improvement at Greenisland, L.M.S.R. (N.C.C.), and of the 
colour light installation at York Street, Belfast. 
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William Plomer in a recent broadcast 
talk on Japan told about a Japanese 
student who, on being asked in an 
examination to say what he knew about 
Robert Louis Stevenson, wrote: 
‘“ Robert Louis Stevenson was a famous 
writer who invented the steam-engine, 
and because he suffered from a weak- 
ness of the lungs was always known as 
Puffing Billy.’-—From the ‘‘ Canadian 
National Railways Magazine.”’ 

* ok om 
RAILWAY LAUNDRIES 

There is one railway department 
where every day is a Monday, and ona 
scale sufficient to give any conscientious 
housewife a nightmare. In the rail- 
way laundries, big machines, rumbling 
contentedly, wash, dry and iron over 
20,000,000 articles a year without the 
least fuss or bother, and use nearly 
100 tons of soap in the process. There 
are washing machines which deal with 
2,000 serviettes or 120 bed sheets at a 
single operation; others which dry, per 
fectly, 1,000 bath towels or 56 blankets, 
whatever the wind or weather may be; 
or iron, dry, air and fold 4,500 table 
napkins in an hour; and still others 
that darn and repair at the amazing 
speed of 3,500 stitches per minute. 


* * ” 
TRAINS BY THI 
METHOD 
From time to time correspondents 
make inquiries about timing trains by 
the rail-joint method. The following 
table may, therefore, be found use- 


ful :- 


TIMING RAIL-JOINT 


For speed 


Number per in m.p.h. 


Rail Length Quarter-mile count 
(or per number 
° kilometre) of joints 
in ° 

per } m. sec, 

29 ft. 6 in. 443} 20-2 

30 ft. 44 20-5 

32 ft. 41} 21-6 

36 ft. 36} 24-6 

40 ft. 33 27-0 

44 ft. Gin. 293 30-4 

15 ft. 29} 30°8 

48 ft. 274 32-8 

60 ft. 29" 41-0 

per km 

12 m. 39 ft. 4 in. 83 26-9 
15 m $9 ft. 2 in. 67 34-0 
18 m. 59 ft. 553 40-3 
20 m 65 ft. Sin. 50> 44-8 
24 m. 78 ft. 9 in. 41} 53°8 


In the first column typical rail 
lengths in use in this country and 
abroad are given. At the moment the 
standard rail length for relaying on 
British main lines is 60 ft. For about 
20 years before grouping, except on the 
L.N.W.R. and certain other lines, 
45 ft. was the length favoured. There 
were certain important exceptions, 
however. The Great Western used 
44-ft. 6-in. rails and the Caledonian 
and North British 48-ft. rails. Pre- 
vious to the period just mentioned 
30-ft. rails were very largely used 
(29 ft. 6 in. on the Great Western Rail 
way and 32 ft. on the Caledonian Rail- 
way). The North British used large 
Numbers of 40-ft. rails and the Great 
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SCRAP HEAP 


Central and Midland 36 ft. In France 
there are large numbers of 12 and 18- 
metre rails, and on the Nord relaying 
is now being done with 24-metre rails. 
In Germany 15 metres was the usual 
length until a few years ago, when 30- 
metre rails were adopted as standard. 

Regarding the third column of the 
table, if the number of rail joints passed 
over in the period shown is counted, 
the last number will represent the speed 
in miles an hour. It is important to 
begin counting at zero, and it is ad- 
visable to count the number of joints 
in a quarter of a mile from the quarter- 
mile posts alongside the line to check 
the length of rails over which the train 
is passing. In the case of Continental 
railways, besides the kilometre posts 
there are usually small intermediate 
posts at every 100 metres. 

FLYING BY STEAM 

Fifty years ago the Great Western 
Railway, the first British railway to 
operate an air service, was actively 
associated with an attempt to fly a 
steam driven aeroplane invented by 
a Mr. H. C. Lynfield of Margate. The 
machine was like the frame of a four- 
wheel carriage mounted on wheels. It 
was built of light wood and had a nine- 
bladed screw. Having obtained a 
speed of 30 to 35 m.p.h., the inventor 
calculated that this would be sufficient 
to lift the machine into the air when it 
could be navigated by sails with which 
it was fitted! In order to enable him 
to test his invention the Great Western 
Railway Company placed at his dis- 
posal, in August of 1883, a portion of 
the newly-constructed track between 
Colnbrook and West Drayton. The 
machine was placed on a truck, the 
necessary steam being obtained from 
an engine. The inventor succeeded in 


getting the machine lifted from the 
truck into the air and expressed himself 
The Slough 


satisfied with the results. 





An American ** Gothic Palace Car” of 1837 
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and Windsor Express of the period 
said that Mr. Lynfield ‘‘ believed air 
to be the finest roadway under the 
sun, if he can only use it, and from 
the result of this experiment . . . he 
is confident that it is possible to fly 
in the air at the height of a mile from 
the ground.’’ 
* * + 

There is a moral, I suspect, in a story 
that comes from Manchuria. The State 
Railway Board of Manchukuo has 
started a ‘‘railhead’’ motor-lorry 
service in Jehol in order to develop 
trade. But the Manchu and_ (the 
Mongol are not impressed; they don’t, 
I gather, appreciate the point that time 
is of the essence of the contract. The 
great “ selling ’’ point of the Railway 
Board, that the new system would 
speed up transport and bring Jehol 
nearer Harbin, leaves the local Asiatics 
as cold as a Manchurian winter. ‘‘ We 
don’t want to speed up,’’ they say, 

the camel is fast enough for us.’’— 
Fyom the ‘‘ Manchester Guardian Com- 
mercial.”’ 

~ * * 

The view reproduced below’ was 
brought to light some time ago by The 
Pullman News, the staff organ of the 
Pullman Company, Chicago, Illinois, 
U.S.A. It is thus described: ‘‘ The 
early days of railroading produced 
curious passenger coaches, 
mostly of, the type of the passing 
stage coach. But this one—the 
‘Gothic’ car of the old Erie & 
Kalamazoo—somewhat resembles a 
peregrinating church on wheels. It was 
the ‘ pleasure car’ of the directors, and 
took the rails in 1837, and the picture 
was taken from the Railway Age of 
December 25, 1884. The car, when 
full, held 24, eight in each compart- 
ment. The lower middle door opened 
from a place for stowing baggage, and 
the middle section projected a few 
inches wider than the end _ section. 
Incidentally, the Erie & Kalamazoo ran 
between Toledo and Adrian, 33 miles; 
and the locomotive shown was No. 80 
of the Baldwin Works.’’ 


some 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


New lines in Argentina—British rails purchased by 

Argentine Government from B.A.G.S. Railway—Spanish 

railways in 1933 and construction programme—Indian 

Conference Sub-Committee meetings—New Zealand pros- 
perity and Empire trade aims 


SOUTH AMERICA 


Treinta y Tres-Rio Branco 
Railway, Uruguay 

The Ministry of Public Works and 
the Uruguayan Construction Company 
have come to an arrangement for 
the construction of a _ railway be- 
tween Treinta y Tres and Rio Branco 
and the corresponding contract has 
received the Government’s approval. 


Antofagasta (Chili) & Bolivia 
Railway 

In connection with the authorisation 
given in London to the Antofagasta 
(Chili) & Bolivia Railway Company 
to modify its statutes so as to permit 
it to lend money to the Bolivian 
Government, the Government is said 
to have asked the company for a loan 
of 2,500,000 bolivianos for work on the 
Potosi-Sucre Railway. The Bolivian 
Government is in arrears of payments, 
amounting to about five million 
bolivianos (£250,000). It is now sug- 
gested that the Antofagasta (Chili) & 
Bolivia Company should continue the 
construction work, charging the cost 
to the Government as a loan. 


Argentine Railway Extensions 

A decree has been published by the 
Argentine Ministry of Public Works, 
authorising the State Railways to 
utilise one million paper dollars from 
the Renewals Fund for continuing the 
construction of the line between La Paz 
(Entre Rios Province), Feliciano and 
San Jaime. 

The little township of San Carlos de 
Bariloche, on the south shoré of the 
Nahuel Huapi, the centre of the beauti- 
ful Argentine Lake District, was en féte 
on May 6, the occasion being the com- 
pletion of the railway line from Viedma 
on the River Negro, which passes by 
San Antonio on the South Atlantic 
coast, and, the arrival of the first loco- 
motive. This gives the lakes direct 
railway communication with Buenos 
Aires, via Patagones, the most 
southerly terminus of the Buenos Ayres 
Great Southern Railway. 

Twenty-five years have elapsed since 
work on the construction of the State 
line between San ‘Antonio and Lake 
Nahuel Huapi started and innumerable 
difficulties have been encountered, not 
all of an economic nature, as the lack 





of fresh water in the desert through 
which much of the line runs was a 
very serious obstacle. Nearing the 
lakes two large rivers had to be bridged 
and the rocky nature of the country 
made the work as a whole difficult. 
On May 15 last year, the Government 
signed an agreement with the Buenos 
Ayres Great Southern Railway, whereby 
that company undertook to complete 
the line to Bariloche, a distance of 
50 km. from what was then the rail- 
head at the Pichileufi river. The 
completion of this line will give a 
tremendous fillip to tourist traffic to the 
Southern Lake district. Thousands of 
people have visited this famous holiday 
resort, but thousands more have 
refrained’ from doing so up to now, 
owing to the lack of direct communica- 
tion by rail, and the fear and incon- 
venience of the long motor car journey 
from the railhead to San Carlos de 
Bariloche. Now that this is a thing 
of the past, passenger traffic between 
Buenos Aires and the lakes next 
summer should increase by leaps and 
bounds. 


Argentine State Railways Purchase 
Rails from B.A.G.S. 

It is interesting to read that the 
Argentine Government has decided to 
purchase 140 km. of rails from the B.A. 
Great Southern Railway, owing to the 
faulty manufacture and irregular 
delivery of the Spanish rails ordered 
last year from the Altos Hornos de 
Vizcaya. It will be remembered that 
when it was known in London that a 
large contract for steel rails had been 
awarded to the Spanish company, just 
when negotiations with the Roca 
mission were about to commence, con- 
siderable dissatisfaction was caused, es- 
pecially in those circles opposed to any 
concessions to Argentina. A delivery 
of 50 km. of rails with all accessories is 
to be made at Patagones for the re- 
newal of the line from San Antonio to 
Nahuel Huapi, in the Argentine Lake 
District, the price quoted being 
£7 15s. 3d. per ton, and the other 90 
km. will be handed over at Santa Fé 
port, at a price of £7 10s., to be used 
for the line between J. V. Gonzalez and 
Pichinal. 


The Presidential Message 


Argentine Congress re-opened with 
the usual ceremony on May 8, and in 


June 8, 1934 


his message—which he read in person— 
the President, General Agustin P 
Justo, made the following remarks in 
regard to railways: In connection with 
the decrease in railway traffic and in- 
creasing competition from road trans- 
port concerns, he stated that the 
companies had done much towards off- 
setting that competition by reduced 
tariffs and advantages, but a law for 
the co-ordination of transport was 
urgently needed. Despite the financial 
difficulties which the companies had to 
face, certain works had been carried 
out, the most important of these being 
the construction of the Villa Rosario to 
Forres line of the Central Argentine 
Railway. The administration of the 
State Railways had improved consider- 
ably, the revenue having risen by 3-71 
per cent., whilst expenses had been 
reduced by 13-84 per cent. In regard 
to public works, it was stated that 
work had been started on a great plan 
of road construction, the autonomous 
board having been authorised to spend 
$133,000,000 up to the end of 1935. 


SPAIN 


Northern of Spain Results for 1933 

A preliminary note has been given to 
the press by the Northern Company 
of the results of working for 1933. 
Traffic receipts amounted to 336-41 
millions of pesetas, or 14-78 millions 
less than in 1932, while working ex- 
penses amounted to 258-21 millions, 
slightly under those of the previous year. 
Financial charges were 82-83 millions, 
or 0-69 less, leaving a net loss on work- 
ing of 13-89 millions, in comparison with 
a net profit of over half a million in 
1932. No dividend can therefore be 
paid again this year out of earnings, 
but 10 pesetas per share will be paid 
when the cash position permits, from 
the interest on the company’s invest- 
ments. 


M.Z.A. Results for 1933 

A preliminary note is published 10 
the Madrid press giving the results of 
working on the Madrid, Saragossa and 
Alicante Company for 1933. Receipts 
from traffic amounted to 285-33 millions 
of pesetas, or 6-63 millions less than 
in 1932. Working expenses amounted 
to 222-89, which is 11-44 more than 
in the previous year. Financial charges 
were slightly less, amounting to 79-36 
millions, leaving a net loss on working 
of 22-97 millions. A dividend of 10 
pesetas per share is announced, to be 
found out of interests on the company $ 
investments and to be paid when the 
cash position permits. 


The Completion of Various 
Constructions 


A Bill is to be submitted to the 
Cortes by the Minister of Public Works 
authorising him to proceed systematic- 
allv with the construction of a number 
of chord and secondary lines of railway 
upon which there has been intermittent 
construction work in hand during the 
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past two years. Some of these lines 
are of strategic value, others of purely 
local significance while several of the 
more important are in the form of short 
cuts between provincial centres. The 
State has already expended upon them 
about 800,000,000 pesetas, and it is 
calculated that a further 1,000,000,000 
will be required to finish off all the 
constructions which have already been 
begun or are proposed. The principal 
consideration now is order of priority 
based upon utility and general impor- 
tance. As matters stand, the Spanish 
railways have been gradually built up 
by private enterprise, but not to any 


definite preconceived plan, and they 
take the general form of a radial 
system, with Madrid as its centre. 


The Government now holds that such 
a system does not provide adequate 
facilities for the industry of 
so that although the Bill 


transport 
the nation, 








through Madrid in order to get from one 
provincial centre 
these transverse lines 
Soria-Castejon 


Utiel, 
Almargen. The 


cent. of the 


in the Bill are 
two groups, 


Cuenca-t tiel 
Santiago—Corufia 
Madrid—Burgos 
Zamora—Orense 
Baeza—Utiel 
Soria—Castejon 
Jerez—Almargen 
Ferrol-Gijon 
Huelva—Avar ionte 
Orense—Santiago 
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another. 


funds 


therefore 
(a) the 


112 km. 


and (b) those of secondary importance: 


Talavera de la Reina 
de la Serrena 


Villanueva 


187 km. 


PORTUGAL 


The Railways To-day 


Among 
are the Baeza- 

and _Jerez- 
of purely local 
interest are allotted only about 20 per 
available and are 
considered as of secondary importance. 

A compiete list of the lines outlined 
divided into 
more important :— 


In the course of a 
entitled ‘‘ Railways in the National 
Organisation of Transport and 
ing,’’ Senhor Vicente Ferreira, a Portu- 


guese railway engineer, emphasised 
the fact that from the point of 


view of existing railway connections, 
Portugal was divided into three distinct 
geographical areas, one north of the 
River Douro, a second between the 
Rivers Douro and Tagus, and the 
third south of the Tagus. Between the 
first and second, and also between the 
second and third areas, there is only 
one line of railway connection in each 
case, the single track bridges over the 
Douro between Vila Nova de Gaia and 
Oporto, and over the Tagus at Muge. 
Yet between Portugal and Spain there 
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developed. Something is, however, now 
being done to wipe out this anomaly, 
notably the construction of a chord 
line from Souzel to Portalegre, which 
will connect the central and southern 
area systems. The Portuguese Railway 
Company has also a project for a second 
bridge over the River Douro at Oporto, 
and for the linking up of Lisbon with 
Montijo, on the south bank of the 
Tagus, by way of the projected bridge 
over that river, which will be a most 
useful piece of work. 

Sweeping Improvements Required 

Ot primary urgency, however, is the 
rehabilitation of the existing lines, par- 
ticularly those of the old State system. 
To remedy the situation, Govern- 
ment has already voted the sum of 
£950,000, but it is estimated that at 
least four times this sum would be 
required to carry out all the work con- 
sidered to be necessary. 

A very important problem all over 
the Portuguese railway system is the 
inadequacy of the stations. New 
stations are urgently needed in Lisbon 
and in Oporto in particular, as traffic 
operation is hampered by lack of proper 
station accommodation. To improve 
and increase stations is essential for 
the acceleration and cheapening of rail- 
way transport. At the present time 
the Portuguese Railway Company is 
considering the construction of new 
stations in Lisbon and Oporto, the 
electrifying of the urban systems round 
these two cities, the construction of 
a sorting yard at Sacavem, the chang- 
ing of the signalling system, the 
acquisition of railcars, and the carrying 
out of other much needed improve- 
ments, all of which together would 
require an outlay of about £3,000,000. 


Legal Revision Necessary 

The most radical change demanded 
is, however, in the Railway Statutes. 
The present ‘‘ Police and Railway 
Exploitation Regulations ’’ date from 
1864, thus being older than the Civil 
and Commercial Codes of the country. 
Only on two points has legislation in 
respect of railways progressed in 
seventy years: one in the direction of 
closer fiscalisation, the other in the 
levying of taxes. The existing tax, or 
levy, of twelve per cent. on transport 
charges is undoubtedly killing traffic. 
It increases the cost of products 
handled, and the consumer suffers, as 
do passengers, the effect being passed 
on to the railway companies and finally 
to the State, by reducing receipts from 
taxation. 

It is easy to criticise a lecture such 
as the above, and undoubtedly there is 
plenty of room for improvement on the 
Portuguese railways, but in a country 
where projects abound but are rarely 
brought to realisation some time must 
elapse before any great improvement 
is forthcoming, and by that time im- 
provements in- other more wealthy and 
more practical countries will have 
moved on, so that there is bound to be 
a constant lag bebind other countries’ 
railway systems. 
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INDIA 


Import of Railway Stores 


The Stores Transactions of the 
various Indian railways for the year 
1934-35 include provision for the pur- 
chase of stores from abroad to the 
value of Rs. 185 lakhs. 


Meetings of Conference Technical 
Committees 

Darjeeling was the venue of meeting 
of two technical committees of the 
Indian Railway Conference Association 
in April last. Mr. S. Povey, Chief 
Electrical Engineer of the B.B. & C.I. 
Railway, presided over the Electrical 
Section, the agenda of which included 
discussions on the electrification of 
railway carriages and electric traction. 
Mr. Wilson, Chief Electrical Engineer, 
M. & S.M. Railway, was elected Chair- 
man of the section for the current 
year. The Signal Engineers’ Com- 
mittee, with Mr. Rose of the M. & S.M. 
Railway in the chair, disposed of an 
agenda of technical details. 

The next meeting of the railway 
administrations in Calcutta and the 
representatives of the mercantile com- 
munity in Calcutta was to have been 
held on June 1. Such meetings were 
initiated in Calcutta just a year ago. 
Periodical meetings between the rail- 
way administrations and the representa- 
tive of the Chambers of Commerce are 
also held in Bombay. Sir Guthrie 
Russell, Chief Commissioner of Rail- 
ways, cCircularised the railway adminis- 
trations on the advisability of main- 
taining close touch with the commercial 
community. Meetings of this kind not 
only foster friendly relations between 
the railways and their customers but 
are calculated to bring about a better 
appreciation of ‘‘ the other point of 
view.”’ 


Revised Calcutta-Bombay Air 
Service Proposals 


It is understood that the firm of 
Tata & Sons has submitted revised 
proposals to the Government of India 
for the inauguration of a daily air 
service between Calcutta and Bombay. 
An earlier scheme which involved a 
certain amount of Government subsidy 
was unacceptable. The new proposals 
are reported to be based upon the 
guarantee of a minimum quantity of 
letter mails carrying a small surcharge 
of an anna in addition to the usual 
postage. The proposal involves ade- 
quate provision for night flying and 
additional landing grounds en route. 
The scheme for a nine or ten hour 
service between Calcutta and Bombay 
in place of 36 to 40 hours taken by 
rail is doubtless attractive and the 
minimum amount of mails required by 
the promoters may be forthcoming. It 
is not, however, possible for the Gov- 
ernment of India to give a guarantee in 
this respect, as the carriage of mails 
by air with the prescribed surcharge 
rests entirely on the public demand for 
accelerated service. Government 
correspondence between Calcutta and 
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Bombay is not heavy. The Govern- 
ment of India may, possibly, defer the 
consideration of Tata’s proposal till the 
maturity of its policy in the matter 
of co-ordination of transport 


NEW ZEALAND 


Mounting Revenue 

The railway year here is accounted 
for in four-weekly periods and ends on 
March 31. With but one period re- 
maining, the accounts to March 3 show 
an increase in net revenue of £226,589 
over the returns for the corresponding 
term in the previous year, or a total 
net revenue of £966,000. This remark- 
able improvement is shared about 
equally by the passenger and freight 
services. The figures for the principal 
holiday month, December 15 to Janu- 
ary 15; gave a good indication of how 
the passenger business was improving, 
for they showed an increase of 30,000 
passengers and £7,000 revenue. The 
Easter figures showed an even greater 
proportionate improvement The 
£34,000 required to make a_ working 
profit of £1,000,000 for 1933-34 should 
be exceeded without any difficulty. 


‘* Trade Within the Empire” 

‘““ Trade within the Empire ”’ is the 
policy of the New Zealand Government 
Railways Board in obtaining stores and 
material. As the largest industrial 
undertaking of this country, the require- 
ments of the Railways Department are 
very considerable. 

A recent cable message from London 
referred to a statement by the High 
Commissioner for New Zealand (Sir 
James Parr) regarding a contract just 
made with British firms to supply the 
New Zealand Government with 
£100,000 worth of railway material. 
This order was made up of rails and 
fastenings and is to meet the ordinary 
needs of the department, as well as its 
requirements in connection with the con- 
struction of lines for the new Welling- 
ton station and Tawa Flat deviation. 


Railway Coal Contracts 

The principal source of coal supply 
in the North Island of New Zealand is 
in the mining area adjacent to the 
Waikato River in the Auckland dis- 
trict. This brown coal is used through- 
out the island, and keen competition 
occurs for supply to the Railways 
Board. Last year the contract was 
held by one company, but it has now 
been decided to distribute it between 
the five Waikato companies, for three 
years. For the first 96,000 tons of 
screened coal, 14s. 5d. is the agreed 
price; but an additional 10 per cent. is 
to be supplied at the same figure to 
allow for contingencies. The fact that 
the Railways Board has been able 
to make some mechanical adjustment 
to the engines used, has altered the 
position of the mines in the Waikato, 
inasmuch as Waikato coal can now be 
used throughout the year, and not 
merely during part of it. 
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RAILWAYS AND 
ROAD TRANSPORT SECTION 


This section appears at four-weekly intervals 


Rail and Road in the U.S.A. 


T is clear from the annual reports, covering the year 
I 1933, of the railways in the United States that the 
efforts made to meet the competition from indepen- 
dent road transport operators are continuing to meet with 
success. That the co-ordinated road services provided by 
the railways, either direct, through subsidiary concerns, 
or through associated companies, are appreciated is being 
shown in the best way—through increased traffic. In a 
recent issue of the Railway Age it is stated that the 
records of the Reading Transportation Company, a sub- 
sidiary of the Reading Railroad, showed that the average 
net tons a month handled by the train-substitution services 
were 1,426, an increase of 12-3 per cent. over the 1932 
figure. The common carrier services showed an average 
net tonnage of 4,682 a month, an improvement of no less 
than 150-6 per cent. over the previous year’s record. The 
amount of traffic which has been attracted is taxing the 
capacity of the fleet of 62 lorries, tractors, and semi- 
trailers, and the greater part, if not all, of this freight 
would have been moved by independent operators if the 
transportation company had not been available to save 
the revenue for the railway. 

The trucking services of the Reading Transportation 
Company were organised with two main purposes in view. 
In the first place it was desired to replace freight train 
service with motor truck service, where by this means 
operating expenses could be reduced and the service to 
patrons improved. Under this train-substitution plan 
lorries are operated to and from concentration points; 
freight is moved by train between these concentration 
points and points of distribution on night trips and is 
delivered by the motor vehicles to the outlying stations on 








utilised by 


One of the semi-trailers 








the Reading Transportation Company in the services referred to above 


the following morning. The lorries on this work run 
simply from station to station and do not perform collec- 
tion or delivery work, but they facilitate the movement of 
the freight and enable substantial savings to be made in 
operating expenses. The second type of motor operation 
is known as the common carrier service and is similar to 
the service rendered by the independent operators, except 
that the transportation company not infrequently moves 
its interstate common carrier freight by train where 
economy can be effected. The advantages claimed for 
the common carrier service are speed in transit, late 
pick-up of freight, and early delivery at destination the 
following morning. 

There is no indiscriminate rate cutting. The published 
tariffs are on file with the Pennsylvania Public Service 
Commission and show class rates, based on railway 
station-to-station rates, with an additional charge for 
collection and delivery services rendered. When circum- 
stances arise which make some rate reduction necessary 
in order to cope with a specific situation, the reduction 
is accomplished in accordance with the law by the replace- 
ment of class rates by commodity rates. 

For the heavier types of service between the various 
points the company employs 14 tractors and 20 10-ton 
semi-trailers. It is interesting to note that this type of 
vehicle is proving useful in railway work in the United 
States, as it is in Great Britain. The fleet also includes 
two 10-ton trucks, 16 5-tonners, two 5-ton tractors and 
semi-trailers, four 3-ton lorries, and two for loads of from 
1 to 13 tons, the lighter vehicles being used for the 
collection and delivery work. In certain places contracts 


have been made with locai concerns to handle the cartage 
work required in connection with collection and delivery 
in their districts. 



























1020 


THE RAILWAY GAZETTE 


Railways and Road Transport Section 


Public Control of Passenger Traffic Outside London* 


At the outset Dr. Fenelon said that 
the term ‘‘ public control ’’ might be 
interpreted so as to include (1) public 
regulation, (2) public ownership, and 
(3) public operation of passenger trans- 
port and pointed out that ownership 
and operation were not necessarily the 
same, since a public body might lease 
its undertaking to be worked by a 
company. It was almost universally 
agreed that some degree of public 
regulation of transport was necessary 
in the interests of the consumer and 
of public safety. Transport was a 
public utility service, akin to the 
supply of water, gas, and electricity; it 
frequently tended to monopoly; and it 
often required the compulsory purchase 
of land, wayleaves, or easements or 
otherwise interfered with the private 
rights of individuals. Passenger trans- 
port implied a public service, especially 
in great cities where the population 
was spread over wide areas, and hence 
there was a case for some public control 
over it. 

The undertakers of transport services 
had long been regarded as properly the 
subject for legislative control, but Dr. 
Fenelon pointed out that, while in the 
past the regulation had been largely 
negative, laying stress on what might 
not be done, more recently it had 
become more positive as in the Acts 
of 1921, 1930 and 1933. In doing away 
with the old licensing system—there 
were actually some 1,330 different 
licensing authorities—the Road Traffic 
Act, 1930, inaugurated a new era in 
which a much greater degree of State 
control was a characteristic feature and 
in practice gave a legal recognition to 
undertakers, both large and small, who 
were previously operating road services. 


Monopoly Powers 

It was sometimes asserted that, as a 
result, services had deteriorated, that 
fares had been raised somewhat and 
that older vehicles had been kept in 
On the other hand the large 
passenger road transport concerns had 
already obtained something approach- 
ing a monopoly by 1930 and.they were 
probably then in a position to benefit 
themselves by their monopoly powers. 
The Commissioners, if they cared to 
exercise their authority, could exert 
considerable pressure in securing the 
public interest and in controlling mono- 
polistic powers. The danger always 
present in governmental regulation was, 
of course, that it may be overdone and 
the dead-hand of rigid State control 
might prevent progress. The alterna- 
tive, however, would seem to be that 
of largely uncontrolled monopoly. 

Tramways and municipal under- 
takings had had to obtain their legal 
powers by means: of private or local 
Acts, an old procedure invoked long 


service. 








* Summary of a paper presented by Dr. K. G. 
Fenelon at the Institute of Transport Congress 
at Leeds, on June 7. 


before the days of modern transport by 
the promoters of water companies, river 
weirs, ports and turnpikes. It was a 
procedure which was expensive and in- 
elastic in nature and had been respon- 
sible for the haphazard growth of 
municipal transport. There was, too, 
the Tramways Act of 1870, passed at 
a time when local authorities were 
aggrieved with the water and gas com- 
panies and were apprehensive of an- 
other monopoly attaining a similar 
position. The Act prescribed that the 
assent of the local and road authorities 
should be obtained before a tramway 
could be constructed and then the con- 
cession was to be granted only for 21 
years. Those provisions were respon- 
sible for stimulating the municipalisa- 
tion of tramway systems which went 
on continuously so that by 1922, out of 
250 tramway undertakings in the 
country, 170 were owned and, operated 
by municipalities. 
Motor Bus or Tram 

After the war, the rapid development 
of motor transport completely altered 
the conditions. The motor bus as a 
far more flexible and mobile instrument 
of transport than the tramway was able 
to serve extensive areas without regard 
to administrative or other artificial 
boundaries, but municipal transport 
undertakings and tramway companies 
were not allowed to operate buses even 
in substitution for a tramway without 
the express permission of Parliament 
and, even when powers were obtained 
for the purpose, they were often res- 
tricted to certain areas. Faced with 
severe motor bus competition such 
undertakings felt the need for some sort 
of protection for their services and 
this was recognised by the departmental 
committee of 1925. Parliament had 
granted protection in certain cases and 
the Traffic Commissioners under the 
Road Traffic Act, 1930, had also 
granted protection, and their action 
had been upheld on appeal by the 
Minister of Transport. 

Dr. Fenelon pointed out that the 
1930 Act had largely altered the 
position of municipal transport and 
had greatly facilitated the amalgama- 
tion of municipal undertakings, enab- 
ling them to run motor bus services 
over any roads in their districts and on 
roads outside the boundaries, provided 
they obtain the consent of the Traffic 
Commissioners. They could enter into 
working agreements with other opera- 
tors—either municipal or company 
and could apply to the Minister of 
Transport for the removal of restric- 
tions or prohibitions imposed by a local 
Act or Order. These important 
changes in the legislative attitude 
towards municipal undertakings had 
given them greater opportunities to 
develop their systems and put them on 
more nearly equal terms with private 
operators. 

There was, too, the trend of road 
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passenger transport development since 
the war in the direction of very large 
operating units, especially in urban and 
industrial districts, and the large com- 
bines might tend to squeeze municipal 
undertakings, working in isolation, out 
of business unless the municipalities 
met combination with combination and 
co-operation with co-operation. Fur- 
thermore, the services required from 
municipal undertakings as public 
utilities and social services were chang- 
ing in character owing to the spread of 
city populations over larger areas with 
the development of new housing 
estates. 
Municipal Co-ordination 

Dr. Fenelon indicated that combina- 
tions might be effected broadly in two 
ways: (1) by the formation “under a 
local Act, Order, or Provisional Order, 
of a joint board which, with a corpor- 
ate existence, could hold property, 
borrow money, and raise money by way 
of precept. (2) by the constitution of a 
joint committee which, in general, was 
not a body corporate and could not 
raise rates or borrow money. Examples 
were given of both methods in connec- 
tion with water, sewerage, isolation 
hospitals, education, and other 
branches of local government. In addi- 
tion, there were the public trusts for 
the management of ‘docks and_har- 
bours. 

Reference was made to the formation 
of joint bodies like that for the Burn- 
ley, Nelson, and Colne Corporation 
road transport undertakings; the joint 
company in which the Keighley Cor- 
poration and the West Yorkshire Road 
Car Co. Ltd. are _ interested; the 
agreement between the York Corpora- 
tion Transport and the West Yorkshiré 
Road Car Co. Ltd.; the agreements 
between the municipalities of Halifax 
and Sheffield respectively and the rail- 
way companies; and the agreement 
between the Hull Corporation and the 
East Yorkshire Motor Services Limited. 
A number of municipal transport 
systems had been purchased, leased or 
taken over by large motor bus com- 
panies and negotiations were in progress 
for such action in many other places. 
The process of absorption would con- 
tinue and might extend to larger 
municipal undertakings unless local 
authorities themselves adopted a policy 
of amalgamation and co-operation. 

The Way to Economy 

The advantages of such amalgama- 
tion were summarised. There was the 
possibility of through routes, the inter- 
availability and uniformity of fares and 
conditions, the economies in adminis- 
trative and maintenance staffs and so 
on, the smaller number of reserve 
vehicles necessary, and the savings to 
be effected through buying in larger 
quantities. Dr. Fenelon went on to 
indicate how the financial problems 
might be dealt with, and also discussed 
the question of the relations with other 
transport concerns. If a municipality 
wanted to encourage a railway to 
hasten on suburban electrification, it 
would probably require to offer some 
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scheme of traffic pooling in exchange. 
At present it would be difficult to 
arrange such pooling schemes owing to 
the multiplicity of local authorities. 
Reference was made to the scheme 
now under consideration for a joint 
municipal passenger transport board for 
South-east Lancashire and East Ches 
hire, taking in 9 to 11 areas round 
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Manchester. Incidentally, it was illu- 
minating to hear that the authorities 
concerned operated under some 56 local 
Acts affecting tramways and 20 other 
Acts affecting buses. The combined 
rolling stock would aggregate 1,600 
tramcars, 700 buses, 50 parcels vans, 
about 90 permanent and_ overhead 
repair vehicles, and 60 other vehicles. 
















It was obvious that important encono- 
mies could be secured by a joint board 
with only one reserve of vehicles, &c. 

Dr. Fenelon brought his paper to a 
conclusion with an examination of the 
principles underlying the formation of 
the London Passenger Transport Board 
and the possibility of its applicability 
to the provinces. 








Thornycrofts at Home and Abroad 


Another view in the fine garage 
which the San Paulo Railway Com- 
pany has built to accommodate its 
extensive fleet of road motor vehicles, 
and in this picture it will be noted 
that a good number of the Thornycroft 
two- and three-tonners which have been 
giving a good account of themselves in 
the company’s service are lined up. 
The garage includes the necessary 
equipment to service the large and 
srowing fleet so that it is main- 
tained in the best possible running 
order. These illustrations go to show 
that at least one of the South American 
railways is doing its best to provide 
efficient road services for its patrons. 
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As our readers know there are a great 
many Thornycroft vehicles in use in 
South America. The illustration on 
the left shows a quartette of Taurus 
7-ton lorries which have just been put 
into service by the San Paulo Railway 
Company, which incidentally has a 
large fleet of Thornycroft vehicles, 
amounting in all to fifty, including 
types for passenger and freight work. 
The sturdy design of these vehicles is a 
great point in their favour for the work 
they are called upon to do. The 
bodies for these vehicles were con- 
structed in the railway’s workshops. 


The illustration on the left is one of 
the Taurus Thornycroft 6-ton outfits 
recently delivered to the Southern 
Railway. Each of these vehicles is 
fitted with a Thornycroft drawbar gear, 
and will draw a four-wheeled trailer 
carrying up to a 6-tons pay load. It 
will be noted that it is of the snout- 
nosed type, so that the maximum pay- 
load can be carried without the legal 
axle weights being exceeded. The 
bodywork is to S.R. specification, and 
comprises “hinged sides and one fixed 
bolster with a detachable _ bolster 
amidships. 
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The Henschel Steam Omnibus 


Some details of a new vehicle produced by the well-known German 
firm, designed to make use of a fuel oil produced from brown coal 


HE accompanying drawing shows the general arrange- 
ment of the steam equipment of a chassis built by 
Henschel & Sohn A.G., Kassel, and fitted with a 

22-seater, single-deck body for the puipose of extensive 
trials, including regular operation on a route with 1-2 km. 
(} mile) of continuous 1 in 9 gradient on which there are 
six stopping places. Reporting on the performance of 
this vehicle, Direktor H. Uhlig, Wuppertal, gives the data 
in Table I for the weights of the steam bus compared with 
petrol and diesel vehicles of the same capacity, viz., 
90 


2° seated and 15 standing passengers. 


PapLe 1—CoMPARATIVE WEIGHTS OF STEAM, PETROL AND DIESEI 
OmniBuses (22 SEATED, 15 STANDING IN EACH CASE) 


steam Petrol Diesel 
Weight, chassis ‘if 5,140 kg 4,880 ke. 5,250 ke. 
(St. le Iq (4 t 16 c¢.0 q. 6.1.3 l q. 
Weight, bod : 2.000 ke 2 000 ke 2.000 ke 
It. 19e.lq lt 9c. lq (}¢t Wet @ 
Weight, fuel 200 ke 200 kg 200 ke 
441 Ib (441 Ib (441 Ib 
Weight, watet 150 keg 35 kg 35 kg 
331 Ib 77 Ib. (77 |b 
Weight, running orde1 7,490 kg 7,115 kg 7,485 kg 
empty ‘ ti. 7084 7t.0¢c.04q 7t. 7c. lq 
Weight, fully loaded 10,220 kg 9,845 ke 10,215 ke. 


Wt. le.lq 9t. l4e.0q lWteledgq 
Weight of passengers 


per cent ot total 
weight — oes 25-4 26-4 25-4 
per cent per cent per cent 
Weight in running ordet 203 ke 193 kg 203 ke 
per passenger (37 of 448 Ib $25 Ib (448 Ib. 


Single-pedal control is used on this steam vehicle and 
no gear-changing is involved. It is claimed that the free 
dom from vibration and the absence of gear-changing will 
appreciably prolong the life and reduce the maintenance 
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costs of the vehicle; while the more rapid acceleration and 
superior overload capacity of the steam engine result 
in 20 per cent. higher journey speed, assuming the same 
maximum speed and allowing for all intermediate stops 
and delays. The steam heating of the passenger space is 
an additional attraction. As regards the fuel consumption, 
Direktor Uhlig presents data as in Table II, and estimates 
that 14 per cent. lower consumption can be reached with 
the steam bus when more experience has been gained. 
Tape Il—Furt Consumptions anp Costs oF Prerro., Dieser, 


AND STEAM Buses 
. 


Petrol- 
Fuel Oil Gas Oil Benzol 
Mixture 
Price, pence per gall.* 5°3 6-8 18-2 
Miles per gallon 
Petrol vehicle Beas eas ee 5 
Diesel vehicle Pate ; peer 6} 
Steam vehicle - ve im ' 4 
Fuel cost 
Petrol-benzol, pence per mile . 3-6 
Diesel, pence per rile n 1-0 
Steam, pence per mile ; ar 1-3 1-7 


* At | mark Iiid 


Ihe fuel oil and gas oil mentioned in Table II are 
derived from German brown coal and their utilisation in 
preference to imported petrol is an important considera- 


tion. Data concerning the consumption of lubricating 
oil is not yet available, but the amount is less than in 
internal combustion engines of equal power. The wate 


requirements at present amount to nearly i8 gall. pet 
i00 miles (about 5} m.p.g.), but this figure can be 
reduced. Thorough examination of the boiler after about 
6,200 miles’ running revealed no trace of corrosion. 


Boiler be Rear axle 
Burner, 10. Live steam pipe 
Furbo blower and motor I Exhaust steam pipe 
Fuel supply. l Fan driven by exhaust turbine 


Steam throttle. 


Steam engine. 
Crankshatt. 
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13 Condenser 
l4 Water tank 
15. Fuel tank 
16. Boiler thu 
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Diagrammatic layout of the boiler and engine connections in the Henschel steam omnibus 








ROAD SERVICES IN PoLAND.—A number of motorbus 
services are being started by the motor transport depart- 
ment of the Polish State Railways to take over their feeder 
traffic, says a dispatch from Warsaw quoted by Reuters 
Trade Service. A new Polish law relating to motor traffic 
recently brought into force renders the private running of 
buses more difficult, and it is stated that in Warsaw 


20 per cent. of the private buses have been with) :wn 


from service. 


The Polish State Railways appea! be 


endeavouring to assume control of all motor trans} In 
the country. As a beginning they are putting into ice 
80 buses manufactured by the Saurer, Fiat and Us 
firms. Private operators can only obtain licences pro ded 


they undertake to use vehicles made in Poland. 
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New Motor Vehicles for L.M.S.R. 


An extensive programme to improve efficiency of road transport fleet involves 


placing 


ETAILS will be found among Contracts and Tenders 
D on page 1042 of this issue of the orders for road 
vehicles just placed by the London Midland & 
Scottish Railway. The magnitude of the orders indicates 
both a remarkable expansion of the road transport fleet 
and the determination to improve the efficiency of the 


of large orders with British manufacturers for many different types 


Strictly speaking, of course, they are not all road vehicles 
as they include a couple of shunting tractors, two othe1 
tractors for platform work and a works truck; but they 
form but a small proportion of the total. 

Contemplating the list of orders which have been placed 
there are a number of considerations which come to mind. 





1 batch of seven Karrier Cob tractors lined up at the works recently, ready for delivery to the L.M.S.R. 


company’s equipment so as to meet increasing traffic re 
quirements in an adequate way and at the same time 
improve the standard of service rendered. Actually the 
company’s programme for 1934 totals to 1,072 vehicles, 
nade up of motors and and 557 trailers. 


315 wractors 





There is, first, the great variety of the types of vehicles 
including those for the carrying of livestock, the motor 
horse boxes, parcels and general utility vans, tipping 
lorries, vehicles for heavy loads, and passenger cars. 
Another striking feature is the large scale of the orders for 





The new Albion, 6-ton overtype chassis. which can handle a gross load of 8 tons. 


The four-cylinder petrol engine. 


although it is rated at 34°2 h.p.. is stated to develop over 80 b.h.p., and either the Gardner or Beardmore oil engine 


may be installed. if desired 
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the three-wheeled style of van tractor and the lesson con- 
veyed by the fact that the number of trailer orders is 
very nearly twice that of the tractors. Actually, orders 
have been placed for 294 of these tractors, while the 
number of trailers to be obtained is 540. That emphasises 
the great advantage of the mechanical horse tractors in 
that as the tractors can leave the trailers they are available 
to be employed on work while the trailers are being loaded 
or unloaded. From time to time we have recorded in 
these pages the progress which has been made in the use 
of these van tractors for collection and delivery work 
to and from important goods depots and the size of these 
orders indicates that the L.M.S.R. has decided upon 
making increased use of these tractors, in order to replace 
horses. 


It is obvious, too, from the list that some of the vehicles 


23 =| eee 
Goons pie 


are being obtained with a view to obtaining perience 
with new types, as there are a number which have not 
hitherto been associated with railway service. In the 


same way it may be noted that moving floor bodies are 
represented as well as the Pug type of van in which the 
driver is placed low down in front of the platform and 
the engine placed under the load, a development which 
it will be interesting to watch in view of the reliability 
of modern power-plants, and the fact that drivers are not 
sufficiently skilled to make adjustments. 

Following on the extensive series of orders placed by 
the L.M.S.R. in September last, this latest issue does 
afford definite evidence of the enterprising way in which 
British railways are tackling goods transport problems 
with a view to giving the community the best possible 
service. 





1 batch of ten Guy Vixen 25-3 tonners recently put into service by the L.M.S.R. 








The Leyland Torque Converter 


With the recent installation of an electrical testing 
machine, the torque converter shop at Leyland has become 
a complete and self-contained department with a weekly 
output of some half-dozen units, which can be increased. 
Hitherto these units had to be sent to the Research De- 
partment for testing. The decision, made when the 
Leyland Motors Limited had perfected the design of the 
torque converter (Lysholm-Smith system), to make the 
department for its manufacture a separate and _ self- 
contained unit, has proved to be a wise one in light of 
the steady demand for this form of transmission for rail 
cars and buses. 

[he building has a floor space of 9,000 sq. feet, and 
the plant used, including delicate machines for the pro- 
duction of the blades, is of the most modern type. Not 
the least interesting is the balancing machine. On this, 
each separate rotating part, after assembly, is balanced 
and the machine record the amount by which the part 
may be out of balance, and actually restores the balance 
by the removal of the correct amount of metal. Thus, 
any possibility of vibration is eliminated. Finally, before 
the converter is passed out, it undergoes tests on the 
electrical test bench, and it is stated that although each 
unit is tested throughout its speed range, in no case has a 





variation of more than 2 per cent. been revealed—a 
striking tribute to the aecuracy of the machining assembly 
and inspection. 








Co-ordination in Hungary 

In a recent issue of World Trade, the journal of the 
International Chamber of Commerce, it is pointed out 
that in Hungary the right to carry for profit by motor 
vehicles is reserved, in principle, to the State railways. 
However, the latter have delegated the operation of this 
concession, granted to them by special decree, to the 
National Association of Motor Transport Operators with 
whom a contract was signed on August 1, 1933, the 
Minister of Commerce having given his approval. 
Tonnage premiums are to be granted on traffic brought 
to the railway by members of the Association. Al! .oods 
motor transport operators are expected to join this 
organisation, to which the ‘‘ Mavart ’’ (Hungarian State 


Railways Motor Transport Company) also belong It 
fixes minimum rates per vehicle-kilometre for carriage by 
lorries of members. Ancillary services are completely 


free from regulation. 
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CENTRALISED TRAFFIC CONTROL IN FRANCE 


The first installation of C.T.C. on the Continent of 
Europe has recently been brought into use by the 
French State Railways between Paris and Achéeres 


HE traffic on the line between Paris and Achéres had daily becoming more pressing. In 1931 a visit was paid 
7 grown to such an extent by the year 1930 that it to the United States by a number of French railway 
was decided to lay down two additional lines, making _ officers—one among several such visits in recent years— 
four in all, between the stations of Houilles-Carriéres-sur- and it is not surprising = they were greatly impressed 
Seine and Sartrouville—where the populations had grown by the possibilities of the C.T.C. systems which they saw. 
from 14,000 and 6,200 respectively in 1911 to 29,000 As a result, a new a not was prepared for the Houilles- 
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Figs. | and 2—Plans showing the section of line before and after the installation of the C.T.C. system 


and 14,600 in 1926—similar to the widening between  Sartrouville section, in which only one additional line, but 


Achéres and Maisons-Laffitte. A measure of relief had adapted for both-way working, was required. This was 
been obtained, it is true, by putting in an additional plat- to be equipped with track circuit-controlled automatic and 


form line at Houilles, enabling some trains to terminate semi-automatic signals and a C.T.C. apparatus, to be 
there, but this afforded only a partial solution of a problem worked by the despatcher at St. Lazare station, Paris, 
about 16 km. distant, 
who supervises the work- 
ing of the Paris to Mantes 
and other lines. 








The Houilles-Sartrou- 
ville Installation 
The arrangement of 

the lines before and after 

the installation of the 

C.T.C. system is shown 

in Figs. 1 and 2, with, 

in the latter case, par- 
ticulars of the signals 
and the track circuits 
which control them. 

For the sake of clearness, 

the signals are shown as 

ordinary semaphores, but 
in reality the regulation 

French pattern signals 

are, of course, used. 

The system of C.T.C. 

adopted is similar to the 

Fig. 3—The control machine at St. Lazare station, showing automatic graph recorder Westinghouse time code 

system used at Stan- 





in centre 
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points or the clearing of signal. 
Similar trains of impulses are sent from 
the line to the central apparatus, when 
required, to indicate the completion of a 
movement, the occupation of a_ track 
a section, the disturbance of a piece of 
esegnceee & - > Bewesesees 21 apparatus, or any other occurrence, in- 
Oe baaeb vows: eae @ & fluencing the working or safety of the 
. ‘Webedeuy |= we ¥eewere © | ; installation. 


steers = — ti a S Method of Operation 
Me a | 


- , The frame, or despatcher’s apparatus 

; (Fig. 3), carries a diagram of the lines 

concerned, with track occupation lamps, 

and below it are seen the necessary keys, 

corresponding to the levers of the older 

signalling systems, with certain  indica- 

tion lamps and push-buttons. To operate 

Fig. 4—Back view some function along the line, the ce 
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more (see THE RAILWAY 
GAZETTE for March 17, 
1933), in which only two 
line-wires are required 
between the central ap- 
paratus and that out on 
the line. The various 
orders or controls are 
sent by means of trains 
of impulses, some short 
and others long, arranged 
in a pre-determined 
order; these are received 
by suitable selective re- 
lay mechanisms, placed 
where required, and are 
there translated, as it 
were, into the desired 
practical results, as in 
the reversal of a pair of Fig. 5—-Electric point machine with dual control handle. Note letters -- N~ 
*R™ at point tongues 





6 -Sartrouville station, looking towards Mantes 
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spatcher moves the relative key to the appropriate position 
and depresses the transmitter button, after which the 
code impulses are automatically sent out and, when the 
outdoor apparatus has responded, an answer-back code is 
received and causes the indicating lamp concerned to 
light up. Should a code group of impulses be in course 
of transmission, and circumstances arise necessitating the 
forwarding of another, the latter group is held automatic- 
ally in reserve by the apparatus until the sending of the 
first is completed, when the stored code of impulses is at 
once sent over the line circuit. 

An interesting feature of the control machine is the 
28 pen graphic recorder which makes a continuous record 
of the condition of each track circuit section. The work- 
ing on the centre track is controlled by a traffic direction 
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lever. The whole of the apparatus at St. Lazare, with 
the exception of the batteries, is contained in the control 
machine, while, out on the line, there are relay and 
apparatus shelters. Between Paris and Asniéres the line 
conductors are in cable, but from Asniéres to Sartrouville 
open line wires are used. The electric point machines are 
equipped for dual-control operation, but some points are 
regularly operated by hand from ground-frame levers, next 
to which telephones are placed for communicating with 
the despatcher, who releases the levers for shunting opera- 
tions when required, and the necessary safety conditions 
are fulfilled. This pioneer C.T.C. installation on the Con- 
tinent has been carried out by the Cie. Gen. de Signalisa- 
tion, Paris and Sévran, and its adoption has, among 
other economies, enabled three signalboxes to be closed 








NEW 


Ten 


CRAVEN LOCOMOTIVE WHEEL LATHES FOR THE L.M.S.R. 


of these machines, with journal turning attachment, 


are being installed in certain of the company’s repair works 





EN lathes of the type illustrated and described here- 
with have recently been supplied to the London 


Midland & Scottish Railway. As will be seen, they 
are not of extra heavy design and construction but belong 
to the type commonly known as running shed lathes. They 
are adapted to turn wheels ranging from 2 ft. 9 in. to 
7 ft. 6 in. diameter on tread, and each is fitted with a 
journal-turning rest at the rear. Under test, one of the 
machines completely turned and finished a_ pair of 
6 ft. 6 in. diameter locomotive wheels in a floor to floor 
time of 48 minutes, but allowing for the usual stoppages 
which occur in almost every production programme, an 
average floor to floor time for a pair of wheels of this 
diameter, taking a cut of, say, } in. to 3 in., would be 
about one hour. 

The general design of the machine is straightforward 
and free from complicated mechanisms, and the following 
may be regarded as its outstanding features : Right-hand 
headstock movable along the bed by motor-driven screw 
and nut. This motor is built in the bed of the machine; 


ball-thrust washers fitted to spindles to take end 
pressure; main driving by constant-speed a.c. motor 
through a_ six-speed gear box mounted on a_ base 


in front of the fixed headstock. The faceplate pinion is 
locited just below the centre line of the spindle, a position 


which produces the least upward thrust on the bearing 
caps during cutting. All main driving gears are of high- 
tensile steel with a 20 deg. pressure angle. The drive to 
the loose headstock is transmitted through a large dia- 
meter layshaft, running through the centre of the bed and 
driving the faceplate pinion through a pair of spur reduc- 
tion gears. Each faceplate has a pocket cast in it to 
receive the outside crankpins. 

The drive to the fixed headstock may be disengaged by 
a sliding pinion operated by a hand lever at the front of 
the machine, so that the pockets in the faceplate can be 
arranged to take crankpins of either right or left-hand 
lead and at any angular position. Hand motion is pro- 
vided to both the cross and tool slides, the feed being 
applied to the tool slide by an oscillating link and ratchet 
mechanism from the feed shaft at the front. The slide- 
ways are of massive proportions, with adjustable steel 
wearing strips. 

One “‘ lighthouse ’’ type journal turning rest is provided 
on each lathe, arranged on the rear bedways and adjust- 
able along the bed by hand through rack and pinion. 
Longitudinal traverse to the bottom slide is by hand or 
power. The in-feed to the tool slide is by hand, the 
tools being held in position by steel stirrups. The com- 
plete journal turning attachment is mounted on a separate 
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baseplate at the rear of the main 
machine. For journal turning, 
the drive to the wheel-set is 
obtained from a separate con 
stant speed motor, mounted 
vertically on a worm reduction 
unit at the rear of the machine. 
[ransmission is through a six- 
speed gear box to an adjustable 
belt pulley, the final drive to 
the wheel-set being by flat belt 
passing over the tread of the 
wheel at the fixed headstock 
end. The driving pulley is 
adjustable to and from the 
centre of the machine according 
to the diameter of wheels and 
the belt tension required. The 
actual turning of the journals is 
always carried out at the 
movable headstock end of the 
machine, the wheel-set being 
turned round to complete both 
journals. Four spoked drivers 
of an improved design are fitted 
to each faceplate and are adjust 
able independently to and from 
the centre byscrewand half-nut. Provision is made for cross 
adjustment of the drivers, thus enabling them to be readily 
applied to wheels with any number of spokes. Special 





One of the Craven wheel lathes supplied to the L.M.S.R. for repair shop work 


attention has been paid to the lubrication of all working 
parts and this is carried out by means of ** one-shot ”’ 
pumps and oil-gun_ nipples. 








A PORTABLE JACK FOR REMOVING BRAKE CYLINDERS FROM WAGONS 


FYXHE accompanying illustrations show a lever-operated 
portable jack in use in the Moghalpura carriage and 
wagon shops of the North Western Railway, India, 

where it has been designed and built to keep pace with the 

belt system of progressive repairs to the vacuum cylinders 
of wagons. The jack, running on four wheels, is pushed 
forward by one man under the brake cylinder which is to 
be dropped, and the head is then raised by depressing 
the lever, so as to take the weight of the cylinder, which 

a second man disconnects from the frame. Fig. 1 shows 

a cylinder being withdrawn from a wagon on the jack. 

Special racks have been provided for the storage of 
cylinders adjacent to the vacuum testing line and the 
method of transferring a cylinder to the rack is shown in 

Fig. 2. After a number of cylinders have been 

placed in the racks, they are removed, six at a time, on 






Fig. 1 (left)—Lowering a cylinder on to the jack 


$-wheeled  petrol-driven trucks, with specially adapted 
bodies, to the vacuum brake shop, where they are over 
hauled and repaired. Replacing the cylinders under the 
wagons is accomplished by reversing the removal process. 

The jack can be used only where the ground is more 
or less flush with the top of the rail, but this is no dis 
advantage as it is intended for use only in shops wher 
this condition exists. 

So successful has this portable jack proved that tou 
are already in service; and with a daily overhauling 
capacity of some forty or fifty wagons, they form a strong 
link in the chain of progressive repairs to wagons on the 
North Western Railway. The work of removal and 
replacement can be carried out by two men instead of 
four, and the operation takes about one-tenth of the time 
required by manual methods. 





Fig. 2 (right)—The cylinder removed and being conveyed 
to the storage rack prior to testing 

















RAILWAY 


PERSONAL 


G.W.R. APPOINTMENTS 


We are officially informed of the 
following appointments : 

Mr. ; R. Dashwood, Assistant 
Accountant, to be Assistant General 
Manaver. 

Mr r. B. Cox, Assistant to Chief 


Accountant, to be Assistant Ac 
countant 

Mr. H. T. Forth, Assistant to Chief 
Accountant, to be Assistant Accountant. 

Mr. E. O. Sear, Accountant's 
Office, to be Assistant to Chiet 
Accountant 

Mr. S. B. Taylor to be Chief 
Clerk to the Secretary, vice Mr 
5. i Edwards, retired. 


New L.N.E.R. DIRECTOR 

Lord Burghley, M.P., was, at 
meeting on May 31, 
elected a Director ol the 
L.N.E.R. Lord Burghley 
President of the Cambridge 
University Athletic Club, and 
Captain of the British Olympi 
team, also holding one Olympic 
and eight British Champion 
ships. He has been Conservative 
M.P. tor the Peterborough Divi 
sion since 1931, and Parliament 
ary Private Secretary to Lord 
Hailsham, as well as Chairman 
of the Junior Imperial League 


a board 


Was 


L.N.E.R. Srarr CHANGES 
The L.N.E.R. announces that 


Mr. j. Calder, General Manager 
for the Scottish Area, will 
shortly retire under the age 
limit and be succeeded by Mr 


G Mills, 
Southern Scottish Area 

Phe company 
the following appointments 

Mr. A. E. Sewell, Assistant 
Goods Manager, Southern Area, 
to be Goods Manager, Southern 
Scottish Area, in 
Mr. Mills. 

Mr. H. G. Rampling, Chief 
Assistant to the District Opera 
ting Superintendent, 
burgh, to be Assistant 
Superintendent, 


Goods Manager, 


also announces 


succession to 


Edin 
District 
Norwich, in succession 


t Mr. W. R. Magnus, who died 
recently. 

Mr. W. E. Green, to be Assistant 
District Superintendent, King’s Cross. 
Mr. C. Hartman, to be Assistant 
District Superintendent, Nottingham. 


\Mr W. Wells Hood, Works Manager, 


Faverdale, to be Works Manager, 
Faverdale and Shildon. 
Mr. B. H. Smith, Chief Technical 


Assistant, Electrical 
King’s Cross, to be 


Engineer's Office, 
Assistant to Elec 


trical Engineer (Power and Lighting). 
Mr. F. H. Eliot, Chief Draughtsman, 


Office, King’s 
Draughtsman and 


Electrical Engineer's 
Cross, to be Chief 
hnical Assistant. 









\ppointed 
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Mr. Cyril R. Dashwood, O.B.E., who 
has been appointed Assistant General 
Manager, Great Western Railway, was 
born in June, 1888. He commenced 
his career in the Locomotive and Car 
riage Department at Swindon in June, 
1902, and was transferred to the Chief 
Accountant’s Office in February, 1908. 
In April, 1916, he was appointed Book 
keeper, and in January, 1919, Assistant 
Accountant, in the Audit Section. Mr. 
Dashwood Secretary to the Rail 
way Accountants’ Committee dealing 


“= 
és 


Was 


| Ratlway Ga 


Mr. Cyril R. Dashwood. O.B.E.., 


Assistant General Manager, Great 


Western Railway 


with the Railway Companies (Accounts 
and Returns) Act, 1911, and to the 
Accountants’ Permanent Committee 
which was set up when the former 
Committee ceased to exist. In August, 
1914, he was made Secretary of the 
Accountants’ Sub-Committee of the 
Railway Executive Committee,’ and, 
from its inception, of the Compensation 
Accounts Sub-Committee which dealt 
with the Railway Companies’ claims 
under the Government control agree 
ments. He was appointed an Officer of 
the Order of the British Empire for his 
services in connection with the last- 
named committees. In September, 
1922, he was appointed Assistant 
Accountant of the Great Western Rail- 
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way, which post he now relinquishes. 
It is interesting to record that Mr. 
Dashwood was a Brunel Medallist at 


the London School of Economics in 


IY 10. 
Signor Cesare Oddone, who was 
Director General of the Italian State 


Railways for nearly seven years and 

under whose immediate management 

the remarkable development of the 

State Railways began and 

successfully carried on, has been nomi 
nated by the King of Italy a 
Member of the Senate in recog 
nition of eminent 
rendered. 


was So 


services 


OFFICERS’ 
KING OF 


RAILWAY 
WITH THE 
BELGIANS. 


BRITISH 
AUDIENCE 
THE 
On the occasion of a visit 
by representatives of the 
British and Dutch Press to 
Belgium during Whitsuntide, 
the following railway officials 
and staff of the Southern and 
L.N.E. Railways were accorded 
an audience by His- Majesty 
King Leopold III at the Royal 
Palace at Brussels: 


L.N.E.R.—Mr. A. L. Gibson, 


Continental Traffic Manager; 
Mr. J. R. Hind, Information 
Agent; Mr. F.  Goodricke, 


Assistant Advertising Manager; 
Mr. L. H. K. Neil, ' Assistant 
to Continental Traffic Manager; 
and Mr. L. Potts, Continental 
Agent. 

Southern Railway.—Mr. E. C. 
Cox, Traffic Manager; Mr. C 
Grasenrann, Public Relations 


and Advertising Officer; Mr. 
E. F. E. Livesey, Assistant for 


Special Continental Work; Mr. 
H. C. King Stephens, Con 
tinental Agent; and Mr. G. R. 


Walter, Advertising Depart 
ment. 

Mr. H. T. Forth, who has 
been appointed Assistant Ac 


countant, Great Western Rail- 
began his railway career in the 


Way, 

Chief Accountant’s office at Padding- 
ton in April, 1907. After gaining 
considerable experience in the Engi 


neering, Signal, and Electrical Section, 


he was in December, 1921, made 
assistant in that Section, and in 
March, 1924, was promoted to take 


charge of the section dealing with the 
accounts relating to road transport and 
canals. In August, 1925, he was ap 
pointed clerk in charge of the Engi 
neering Accounts Section, which post 
he has held until his recent promotion. 
Mr. Forth has carried out a great deal 
of special work in connection with the 
various road transport undertakings in 
which the Great Western Railway has 
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become financially interested. In 1930 
he was appointed Assistant to the Chief 
Accountant. 

Mr. E. O. Sear, who, as announced 
above, has been appointed Assistant to 
the Chief Accountant, Great Western 
Railway, Paddington, is 41 years of 





Vr. H. T. Forth. 


Appointed Assistant Accountant, 
G.W.R 
age, and entered the G.W.R. service 
in 1907 as a junior clerk at Paddington. 
Apart from three years’ war service, he 
has been continuously engaged there. 
In 1925 he was placed in charge of the 
Joint Lines and Stations section, and 





Mr. S. B. Taylor, 


Appointed Chief Clerk to the Secretary, 
G.W.R 


since 1927 has also been deputed to 
deal with expenditure matters in con- 
nection with the L.M.S.R.-G.W.R. and 
L.M.S.R.-L.N.E.R.-G.W.R. pooling 
arrangements. In October, 1932, Mr. 
Sear was transferred to the control of 








THE RAILWAY GAZETTE 


the Capital Accounts section and 
appointed Book-keeper, Chief Account- 
ant’s office, the position he now 
relinquishes to. take up his new duties 
as Assistant to the Chief Accountant. 
Mr. J. L. Edwards, who, as just 
announced, is retiring this month from 





Mr. E. O. Sear. 


Appuinted Assistant to the Chief Accountant, 
G.W.R. 

the position of Chief Clerk to the 
Secretary, Great Western Railway, 
has held that position since 1929. 
Some 46 years ago he entered the service 
of the Alexandra Docks and Railways 
Company at Newport; was appointed 
Cashier and Assistant to the Account 
ant of that Company in 1903, and 
Assistant Accountant in 1917. After 
the amalgamations which followed upon 
the passing of the Railways Act, 1921, 
he was responsible for the re-organisa- 
tion of the dock accounting of the South 
Wales docks in accordance with Great 
Western practice. Later, he was trans 
ferred to the Chief Accountant’s office 
at Paddington, as head of the depart 
ment dealing with the dock accounts 
for the Great Western Railway, which 
position he held up to the time of his 
promotion to the Secretary’s office. 


Mr. S. B. Taylor, who, as announced 
above, has. been appointed Chief Clerk 
to the Secretary, Great Western Rail 
way, entered the company’s service in 
1915 in the registration office at Pad 
dington, where he obtained experience 
of all phases of the work of that office. 
In 1921, he became a member of the 
Secretary’s personal staff, and assisted 
with the work involved by the amal- 
gamations and absorptions under the 
Railways Act, 1921. In 1926, he was 
appointed head of the section dealing 
with banking and finance and, except 
for a year during which he was tempor- 
arily attached to the company’s New 
York office, he occupied this position 
up to the date of his new appointment. 
Mr. Taylor is a Bachelor of Commerce 
of the University of London, and in 
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1928 was awarded by the Uy); ersity 
the Sir Ernest Cassel travelling scholar 
ship, tenable for one year in Americ a. 
In fulfilment of this scholarship he 
studied transport and financ: at 
Columbia University, worked with 
American business houses, and travelled 
widely in the States, Canada, and 





Vr. J. L. Edwards. 


Chiet Clerk to the Secretary, G.W_.R 
1929-34 
Mexico, gaining valuable experience of 
American commercial methods and 
business psychology. He is an Associ 
ate of the Chartered Institute — of 
Secretaries, an Associate Member of the 
Institute of Transport, a Fellow of the 





Wing-Comdr. A. H. Measures, O.B.E.. 


Appointed Superintendent, Railway Air Set 
Limited 


Royal Economic Society, and a repre- 
sentative of Great Western meiders 
on the committee of the R vay 
Students Association of the Lo don 
School of Economics. He is pa 
London County Council lectut in 
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transport, finance, and accounting. He 
was captain of the G.W.R. (London) 
association football team from 1917 to 
1919 

Wing-Commander A. H. Measures, 
O.B.E., M.I.Mech.E., who, as we an 
nounced last week, has been appointed 
Superintendent, Railway Air Services 
was from 1899 to 1906 with 
Simpson & Co. Ltd., Engineers, of 
Pimlico and Newark-on-Trent, first as 
an apprentice and then as an engineer. 
During the succeeding three years he 
was employed as an engineer on the 
staff of John I. Thornycroft & 
Co. Ltd. and then went to East- 
leigh as works engineer, 
Humphreys Gear & Motor 
Company, until, in 1911, he was 
appointed Assistant Manager, 
Winchester Motor Company. A 
year later he was appointed to 
the Royal Aircraft Factory, as 
Engineer-in-charge of airship 
engines on trial. In 1912 Mr. 
Measures joined the Air Bat 
talion, Royal Engineers, being 
transferred to the Royal Flying 
Corps in 1913. Having gone to 
France in 1914 with the First 
British Air Squadron, he served 


Limited, 


there till 1916, and rose to be 
Major, R.A.F. Technical Equip 
ment and Supplies. He was 
awarded the French Médaille 
Mililaive for distinguished service 
in the retreat from Mons, and 
was one of the first officers to 
receive the O.B.E. In 1916-17 
he was Officer Commanding 
Chetsea Aircraft Repair Depot, 
being promoted Lieut.-Colonel 


in the latter year and appointed 
Otficer Commanding Western 
Aircraft Repair Depot, 1917-18. 
While in command of the Inland 
Re pair Depot, 1918-20, his 
designation changed to 
Squadron-Leader, R.A.F., and 
for the next four years he was 
Chief Technical Officer, R.A.F., 
Egypt, and O.C. Engine Repair 


Was 


Depot, Cairo, 1924-25. Squad- 
ron-Leader Measures spent the 
four following years as Officer 


School of 
Manston, 


in charge of 
Technical 


rraining, 
[raining, 


Kent, and Officer Commanding the 
school. He retired from the 
R.A.F in 1930 with the = rank 
of Wing-Commander, and was ap 
pointed Senior Technical Assistant to 


the Chief Engineer, Imperial Airways 
Limited, where he was in charge of the 
engineering administration. After act- 
Divisional Engineer in charge 
of aircraft at Kisumu, East Africa, 
and conducting acceptance trials to 
South Africa, 1931-33, he became 
Manager, .No. 3 Operating Division, 
Imperial Airways and Indian Trans- 
Continental Airways at Karachi in 
1933, returning in February last. 


Ing as 


We are glad to report that Mr. J. H. 
Follows, formerly Vice-President of the 
Ex cutive, L.M.S.R., is now recovering 
fro a serious eye operation. 





Chairman of 
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KING’s BirtHDAY HoNouRS 


Viscount 
Baron Charles Cheers Wakefield, 
C.B.E., Chairman of C. C. Wakefield 
& Co. Ltd. For public services, especi 
ally to civil aviation. 


Barons 
Sir Hugo Hirst, Bt., Chairman and 


Managing Director, General Electric 
Co. Ltd. For public services. 


Mr. Gerald Walter Erskine Loder, 
LL.B.,- J.P., D.L., Chairman, Southern 
Railway Company, President of the 
National Union of Conservative and 





Mr. Gerald W. Erskine Loder. LL.B.. J.P., D.L.. 


been raised to the Peerage 


1924-26, M.P. 
For political 


Associations, 
1889-1905. 
services. 
Knights Bachelor 

Brayshay, Mr. Maurice William, 
M.Sc., Assoc.M.Inst.C.E., Agent, Bom- 
bay, Baroda & Central India Railway 
Company. 


Unionist 
for Brighton 
and public 


Arnold, C.I.E., 
Commissioners, 


Cherry, Mr. 
Chairman of the 
Rangoon, Burma. 

Craven, Commander Charles Worth 


John 
Port 


ington, O.B.E., R.N. (Retd.), Manag- 
ing Director, Vickers-Armstrongs 
Limited. 


Matthews, Mr. Ronald Wilfred, J.P., 
Director, London & North Eastern 
Railway Company, and Turton Brothers 
& Matthews Limited, Sheffield, for poli 
tical and public services in that city. 


the Southern Railway Company, who has 















































































1031] 
Rhodes, Brigadier-General Godfrey 
Dean, C.B.E., D.S.O., R.E. (Retd.), 


General Manager, Railways and Har 
bours, Kenya and Uganda. 
C.B. Civil Division 

Brown, Mr. William Barrowclough, 
C.B.E., Assistant Secretary, Board of 
Trade. 

C.M.G. 

Elmslie, Mr. Noel, 
Trade Commissioner in the 
South Africa. 

Maxwell, Colonel Geoffrey Archibald 
Prentice, D.S.O., M.V.O., M.C., R.E. 
(Retd.), General Manager, Rail- 
ways, Tanganyika Territory. 


H.M. Senior 
Union of 


G.B.E. (Civil Division) 

Anderson, Sir Alan Garrett, 
K.B.E., Director of the London 
Midland & Scottish Railway 
Company, and a former Presi- 
dent of the Chamber of Shipping 
and of the Association of British 
Chambers of Commerce. Has 
rendered valuable services to 
Government Departments. 


C.B.E. (Civil Division) 
de Havilland, Captain Geof- 
frey, F.R.Ae.S., Director and 


Designer, the de Havilland Air 
craft Company. 

Pendred, Mr. Loughnan St. 
Lawrence, Editor-in-Chief of The 
kngineery, Past President of the 
Institution of Mechanical Engi 


neers. 
O.B.E. (Civil Division, 

Baker, Mr. Robert, Manager 

and Chief Engineer, Kowloon 


Canton Railway, Hong Kong. 
Bryant, Mr. Arthur Alex 


ander, Assistant General Super 
intendent, The Tata Iron & 
Steel Co. Ltd., Jamshedpur, 


Bihar and Orissa. 

Daniels, Mr. Mark, Controller, 
India Store Department, 
London. 

Hitchcock, Mr. Harold 
George, M.B.E., formerly Chair- 
man of the Railway Commis- 
sion, Mauritius. For public 
services. 

Mason, Mr. Henry, Chief Ac- 
countant, Gold Coast Railway. 

Mathieson, Mr. Llewellyn Charles 
Fletcher, Railway Concentration Officer, 
Army Headquarters, India. 


M.B.E. 
Gowardhan Lal, Mr., Clerk, Railways 
and Harbours, Kenya and Uganda. 
Jackson, Mr. Lawrence Charles, Staff 
Officer, Grade II., Ministry of Trans- 
port. 
Mostafi, Mr. Probodh Chandra, Civil 
Engineer, The Tata Iron & Steel Co. 


(Civil Division) 


Ltd., Bihar and Orissa. 
Stone, Mr. Thomas Henry, Chief 
Draughtsman, Engineering Depart- 


ment, Railways and Harbours, Kenya 
and Uganda. 

Woodford, Mr. -John Edwin, Senior 
Staff Officer, Office of the Traffic 








{bove: The Northern 
Belle, L.N.E.R., spe- 
cial holiday cruising 
train approaching 
Harrogate on its first 
cruise of the season. 
Right: Group at de- 
parture from King’s 
Cross (left to right) 
Four Dutch and Bel- 
gian tourists, Messrs. 
Ve. M. Barrington 
Ward and J. A. Kay. 
Sir Charles  Batho. 
Messrs. C. J. Selway 
and J. bk. Ryan 
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Left: “The “ Acre 
lite.’ built in 1851 for 
the N.E.R. and in 
service until 1933. and 
the +> Columbine.” built 
at Crewe in 1845 for 
the L. & N.W.R. 

described on page 983 
in our last week's 
issue—beside a 4-6-2 
L. N.E.R. locomotive, 
on their arrival at 
York on June | to be 
placed in the Railway 
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Commissioners for the North Western 
area. 
Imperial Service Order. 

Jansz, Mr. Gordon Edward William, 
Chief Accountant, Government Rail- 
way, Ceylon. 

British Empire Medal (Civil Division) 

Hassan, Abu Bakr, Assistant Loco- 
motive Inspector, Sudan Railways. 


Walter 





Loder, 
been 


Erskine 
D.L., who has 
peerage, was elected 
Chairman of the Southern Railway 
Company in May, 1932. He is the 
fourth son of the late Sir Robert Loder, 
Bart., M.P. for New Shoreham. Mr. 
Loder was educated at Eton and 
Trinity, Cambridge, and became a 
barrister at the Inner Temple in 1888. 
Mr. Loder was Conservative Member 
for Brighton from 1889 to 1905. Until 
1892 he was private secretary to Mr. 
Cc. T. Ritchie, then President of the 
Local Government Board. From 1896 
to 1901 he was private secretary to 
Lord George Hamilton, Secretary of 
State for India. In 1896 he was 
unanimously elected a Director of the 
London, Brighton & South Coast Rail- 
way, and was Chairman of that 
company at the time of amalgamation 
at the end of 1922. In 1905 Mr. Loder 
became a Junior Lord of the Treasury. 
Upon the formation of the Southern 
group of railways in 1923, he was 
elected Joint Deputy Chairman of the 
new Board, a post he held until his 
election as Chairman in 1932. He was 
President of the Royal Horticultural 
Society from 1929 to 1931 and of the 
Royal Arboricultural Society from 1926 
to 1927. In 1890 Mr. Loder married 
Lady Louise de Vere Beauclerk, eldest 
daughter of — the tenth Duke of 
St. Albans. Mr. Loder’s son is the 
Unionist Member of Parliament for 
Lewes 


Mr. Gerald 
ce; 92 ., 
elevated to the 


Mr. John Strachan, late Director of 
fransport, Trinidad, and _ formerly 
General Manager, Federated Malay 
States Railways, left estate valued at 
£7,200 (£4,888 net). 


INDIAN RAILWAY STAFF CHANGES. 

Mr. E. B. Robey has been confirmed 
as Chief Engineer, State Railways, as 
from January 22 last. He will continue 
to be employed as Chief Engineer on 
the E.B.R. 

Mr. J. C. Barton has been appointed 
to officiate as Chief Traffic Manager, 
G.I.P. Railway, as from April 9, vice 
Mr. J. H. F. Raper, proceeded on 
leave. 

Mr. S. H. P. Lincke, has been ap- 
pointed to officiate as Controller of 
Stores, G.I.P. Railway, with effect 
from April 3, vice Mr. O. G. Edwards 
proceeded on leave. 

Messrs. H. G. Salmond, Officiating 
Deputy Agent (Works) and I. T. St. C. 
Pringle, Officiating Deputy Agent (Per- 
sonnel), E.B.R., have been confirmed 
in their appointments as from March 
30 and April 1, respectively. 
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The L.N.E.R. Northern Belle 


Train Cruise 


(See illustrations opposite) 


The first of the four Northern Belle 
train cruises which the London & North 
Eastern Railway Company is running 
this summer left King’s Cross at 9.0 
p-m. last Friday with a complement 
of sixty passengers. Sir Charles Batho, 
Director, Mr. H. N. Gresley, C.B.E., 
Chief Mechanical Engineer, Mr. C. J. 
Selway, Passenger Manager, Southern 
Area, Mr. V. M. Barrington Ward, 
Superintendent, Western Section, 
Southern Area, Mr. F. Warriner, Dis- 
trict Superintendent, King’s Cross, Mr. 


J. E. Ryan, Hotels Superintendent, 
Southern Area, and Mr. F. Goodricke, 
Assistant Advertising Manager, were 


among those witness its 
departure. 

It is significant of the popularity of 
this innovation that a number of the 
passengers are repeating the pleasurable 
experience they enjoyed last year. We 
understand that the first three cruises 
are fully booked and only a few cabins 
are available on the fourth cruise which 
leaves King’s Cross on Friday, June 29. 

As already recorded, the Northern 
Belle cruise train weighs over 500 tons 
and is composed of 14 vehicles, in- 
cluding, besides six sleeping cars of the 
most modern type, shower baths, a 


present to 


lounge car, cocktail bar, hairdressing 
saloon, restaurant cars, kitchen car, 
staff quarters, and baggage car. It 


carries a staff of 28. 

Notwithstanding the many encomiums 
received by the company upon the 
achievements of the cruise train last 
year, the arrangements for this season’s 
cruises are even better as the itinerary 
and general facilities are now based on 
actual experience. 

The first day, Saturday, was spent 
at Harrogate and Ripon, where Mr. 


S. T. Burgoyne, Passenger Manager, 
North Eastern Area, was present to 


witness the arrival of the train. 
Sunday was devoted to a well-arranged 
tour through the Lake District; 
Monday to Edinburgh; Tuesday to 
Aberdeen and Deeside. On Wednesday 
the programme provided for a steamer 
trip on Loch Lomond and thence by 
the cruising train up the West High- 
land line to Mallaig. Yestdrday 
(Thursday) the southward journey was 
booked to commence, and included a 
steamer trip round the Kyles of Bute. 
The cruising train is due to ariive at 
King’s Cross at 10.45 a.m. to-day, 
Friday, on the completion of its first 
tour. 








RAILWAY AND OTHER REPORTS 


Bengal- Nagpur Railway.—The 
board has declared from the reserve an 
interim half-yearly dividend in respect 
of the year ended March 31, 1934, at 
the rate of 5s. per £100 ordinary stock, 
payable on July 2, 1934, making, to- 
gether with the guaranteed interest of 
£1 15s. per £100 ordinary stock then due, 
a distribution of £2 per £100 ordinary 
stock, less income tax at 4s. 6d. in the £. 


A.B.C. Coupler & Engineering 
Co. Ltd.—The loss for the year to 
September 30, 1933, after crediting 
interest and dividends, was £9,887, and 
the total debit forward £25,771. The 
directors have transferred £3,086 from 
reserve to credit of profit and 
account, thereby reducing this debit to 
£22,685. 


loss 


British Electric Traction Co. Ltd. 
—As indicated in our issue of May 18, 
the directors have recommended that 
for the year ended March 31, 1934, a 
dividend of 5 per cent. be paid in cash 
on the deferred ordinary stock, leaving 
a balance for further appropriation of 
£90,843. They recommend that out of 
this balance £44,636, equal to 10 per 
cent. on the deferred ordinary stock, be 
capitalised and applied in paying up in 
full 44,636 deferred ordinary shares of 
£1 each, which will be distributed 
among the holders of the deferred ordi- 
nary stock. These shares will be con- 
verted subsequently into deferred ordi- 


nary stock. Subject to the approval 
of this proposed distribution, preference 
stockholders are entitled to a further 
dividend of 2 per cent., amounting to 
£14,255, making a total dividend of 
8 per cent. for the year. These further 
appropriations will absorb £58,891, 
leaving £31,952 to be added to undi- 
vided profits account, making that 
account £1,241,231. 

Hants & Dorset Motor Services 
Limited.—The report for the year 
ended March 31, 1934, of this company, 
which is controlled by the Southern 
Railway Company and by Tilling & 
British Automobile Traction Limited, 
shows that the net profit, after providing 
for depreciation reserve and directors’ 
fees, amounted to £39,977 (compared 
with {£37,583 for 1932-33). Adding 
£11,129 brought forward gives a total 
of £51,106, out of which have been paid 
an interim dividend of 4 per cent. on 
the ordinary shares (absorbing £8,000) 
and a dividend of 6} per cent. for the 
year on the cumulative preference shares 
(absorbing £9,750). Out of the balance 
of £33,356 the directors recommend 
payment of a final dividend of 6 per 
cent. on the ordinary shares, making 
10 per cent. for the year, a bonus of 
23 per cent. on the ordinary shares, the 
appropriation of £2,500 to general 
reserve, and the grant of £1,500 bonus 
to the employees, leaving £12,356 to be 
carried forward. 
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Interurban Railways in North America 


(See editorial note on page 1010) 


rhe fastest railway service of its 
kind in the world is that operated by 
the electrified Chicago, North Shore & 
Milwaukee Railroad of the U.S.A. 
between Chicago and Milwaukee, along 
the north shore of Lake Erie. The 
limited express service from Milwaukee 
to Chicago runs in the following times: 


system comprised 3,500 miles of track, 
but highway competition has compelled 
the abandonment of its interurban lines, 
leaving only the street and urban lines 
of Svracuse, Utica, Rocliester and else- 
where. The Illinois Terminal Railroad, 
with 430 miles of line, has a main line 
1714 miles in length, from St. Louis to 





Di 

tan 

mil 

0-00 MILWAUKEI 
0-97 National Avenue 
2-80 | Harrison 

22-88 Racine 

32-89 Kenosha 

41°59 Zion 

47°93 Edison Court . 
50°89 North Chicago Junction 
71-92 Niles Centre 
76°86 Howard Street 








Hourly Chicazo Prairie Chicago 
Through Limited ae Special 
out Day Special | 

a.m a.m p.m p.im. 
. dep 6.00 8.00 | 3.00 8.00 
. 6.04 8.04 3.04 | 8.04 
6.12 8.12 | 3.12 | 8.10 
6.32 8.32 3.32 | 8.29 
6.42 8.41 3.42 8.37 
i 6.52 *S.48 *3.50 | 
vs 6.59 | 8.54 3.56 | 8.50 
Pe 7.05 *8.59 *4.01 | 
arr 7.25 *9.18 *4.20 *9.13 
7.32 9.25 | 4.27 9.18 


* Passing times. 


Chese times are taken from the working 
time-tables of the Chicago, North Shore 
& Milwaukee R.R., and some of them 
are truly astonishing. The Harrison- 
Racine, Racine-Kenosha, Kenosha- 
Edison Court, and Edison Court- 
Howard Street stages, even allowing 
stops of no more than 15 sec. duration, 
call for successive start-to-stop speeds, 
in the case of the 8-00 p.m. Chicago 
Special, of 64-3, 75-0, 70-8 and 62-0 
m.p.h., making a total of 74-06 miles 
in 68 min. with three intermediate 
stops. The 8-00 a.m. Chicago Limited 
covers the same distance in 73 min. 
with three stops. Even the hourly 
limited trains all run from Harrison to 
Racine, 20-08 miles, in 20 min., Racine 
to Kenosha, 10-01 miles in 10 min., and 
North Chicago Junction to NilesCentre, 
21:03 miles, in 20 min., start-to-stop 
in each case and making no allowance 
for the duration of the stops. From 
Howard Street access to the heart of 
Chicago is over the street lines of the 
Chicago Rapid Transit Company with 
slow running and numerous stops, add- 
ing from 27 to 29 min. to the duration 
of the whole journey. Parlour cars 
and dining cars are run in these trains. 
The ordinary limited trains take 2 hr. 
for the complete journey of 95 miles 
from Milwaukee to Roosevelt Road, 
Chicago, with 15 intermediate stops. 
The railway referred to is one of a 
large number of ‘‘ interurban ’’ rail- 
ways in the North American Continent, 
some of which have attained to con- 
siderable dimensions. For the most 
part they are electrically-operated rail- 
ways, worked on the overhead system, 
from which they derive the popular 
title of ‘‘ trolley ’’ lines. In many 


cases they have developed, first from 
the tramway systems, or street rail- 
ways of large cities, which have been 
extended out to neighbouring districts 
as urban railways, and then have been 
linked together as interurban railways. 
At one time the New York State 





Springfield and Peoria, over which it 
operates parlour cars and sleeping cars, 
the full journey, with innumerable 
stops, taking 44 hr. by limited trains; 
it owns 51 electric locomotives. The 
Cincinnati and Lake Erie Railroad’s 
main line from Cincinnati through 
Dayton and Lima to Toledo is 224 
miles long, and the through journey 


— 


occupies 7 hr., although some of the 
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short distances between tops are 
covered at speeds round about 69 
m.p.h. from start-to-stop. The slowing 
down of overall speeds is due to run. 
ning through the large towns and 
cities on street-car tracks. The Indiana 
Railroad system, with 770 miles of line 
including the city system of Fort 
Wayne, has main lines 135, 123 and 117 
miles in length, connecting Indianapolis 
with Fort Wayne and Louisville, 
Kentucky; over this as over many other 
interurban lines, freight and U.S. Mail 
are carried, in addition to passengers, 
Sixty m.p.h. bookings between stops 
appear in the time-tables of this system 
also, as in that of the Chicago, South 
Shore & South Bend and other similar 
lines. 

Many of the interurban railways are 
linked together; it was possible at one 
time to travel from Boston to Phila- 
delphia and Wilmington, via New York, 
by associated trolley routes, and but 
for,the absence of certain short con- 
necting links, through transit by 
interurban railways would have been 
possible over the journey of nearly 
1,000 miles between New York and 
Chicago. Many of the interurban 
American lines meet a real need, how- 
ever, combining, as they do in a 
measure, door-to-door with long dis- 
tance transport in a comfortable and 
speedy way, and despite road competi- 
tion, they appear, in certain States at 
least, to have become a_ permanent 
institution, unaffected by the prevailing 
abandonment of local street tramways. 








A New American Trans-continental Route 


A cut-off that will shorten the dis- 
tance by rail between Denver, Salt 
Lake City, and the Pacific Coast by 
175 miles is now under construction by 
the Denver & Rio Grande Western 
Railroad and is expected to be opened 


this month. The existing route of this 
company between Salt Lake City and 
Denver makes a considerable detour 
by reason of the presence between these 
points of the Colorado Rockies. At 
Dotsero, only some 100 miles direct 
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from Denver, the line swings abruptly 
southwards to Pueblo, then continues 
north for a further 120 miles to that 
city. [he distance by rail from 
Dotsero to Denver is thus increased to 
342 miles. At Dotsero, however, the 
Denver & Rio Grande Western is within 
38 miles of Orestod on the Denver & 
Salt Lake Railway. The distance from 
Orestod to Denver by this route, which 
in the Moffat tunnel, possesses the most 
direct passage through the mountain 
barrier, is only 129 miles. The new 
cut-off, which is 38-1 miles in length, 
links Dotsero with Orestod, following 
the comparatively easy route provided 
by the valley of the Colorado River. 


THE RAILWAY GAZETTE 


When the line is completed, D. & 
R.G.W. trains from Denver to Salt 
Lake City and Ogden, both of which 
points are junctions with routes to the 
Pacific Coast, will travel from Denver 
to Orestod over the Moffat tunnel 
route of the D. & S.L.R. Entering the 
cut-off here, they will follow it to 
rejoin their own metals at Dotsero. 
There will also be a through service 
from Denver to San Francisco provided 
by the Chicago, Burlington & Quincy 
Railroad, whose express The Aristocrat 


will begin running through from 
Chicago in June. 
Details of the cut-off appeared 


recently in our American contempor- 
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ary, the Railway Age. In spite of the 
mountainous nature of the country 
traversed, the maximum _ gradient 


against eastbound traffic is 1 in 
203, with the exception of a short 


stretch at 1 in 143. 

There are two tunnels, of 1,084 ft. and 
650 ft., and ten bridges, of which nine 
span the Colorado. The sinuosities of 
this river have entailed considerable 
stretches of severe reverse curvature in 
places. The cut-off is single track 
throughout, with no_ intermediate 
stations, but there are sidings at 
several points for the convenience of 
the numerous ranches in the Colorado 
Valley. 








Indian State Railways Annual Dinner 


The annual Indian State Railways’ 
Dinner was held at the Café Monico 
on June 4, with a considerably better 
attendance this year. Mr. J. BR. D. 
Glascott, C.I.E., late Agent of the 
Burma Railways, was in the chair and 
others present were: 
Couchman, Col. Sir Gordon 
Hearn, Messrs. E. J. Buckton, A. M. Greene, 
Huddlestone, D. S. Burn, C. V. Bliss, J. F. 
Costello, | Fraser, Dr. R. V. Clayton, Dr. 
R. T. L.. Sladen, Lieut.-Colonel O. G. Edwards, 
Major Harrison, Captain Ff. W. Wilson, Captain 


Sir Francis 


H. | Stone, Messrs. A. Peel-Goldney, 
P. A. Hyde, Rogers, W. J. Jones, W. G. 
Hornett, H. Lindars, V. H. Boalth, H. Bb. 
Holmes (Secretary), S. T. Gresham, J. Gresham, 
F. G. S. Martin, F. A. B. Jones, J. C. Cowen, 
A. Y. Williams, C. W. Clarke, G. | Everett, 
G. L. Corrie, A. S. Stokes, A. H. Chilton, 
A. Gumbril. A. T. Gordon, W. S. E. Edwards, 
C. Billington, A. C.-Chatterjee, F. H. Farrow, 
S. Simpson, S. Taylor, Khanzada, F. M. Khan, 


Jackson, .. &S. 


W. R. R. More-Bennett, | 7 
Ellis, W. 1 


lritton, A. E. Hughes, B. I Gelson, 
F. S. Bond, R. J. Earle, A. FE. Earle, G, A. Cat 
ver, Davenport, P. P. Kulkarui, R. Kkrishnas 


wamy, R. Subbiah 

In proposing the toast of The Indian 
State Railways the Chairman said: 
‘Tt is a great honour to preside at this 
gathering. I appreciate it particularly 
because my official experience has been 
somewhat unique and different from 
that of most of you. For the greater 
part of my service I have been con- 
nected with a railway which started 
as a State railway, then passed over to 
a company and, towards the end of my 
career, again reverted to State manage- 
ment In the second place I have 
been attached mainly, not to the broad 
gauge systems of India, but to a modest 
but highly efficient metre gauge rail 
way And finally this may be the 
swan song of a representative of the 
Burma State Railway for when tli 
happy-go-lucky Burman has made up 
what he calls his mind to separate from 
India, or has separation imposed on 
him by Parliament, only 
knows whether Burma will still have a 
State railway or any railway at all. 
We hope and trust that the Railway 
Board will see that our charming 
country is not wiped off the map of 
India or divorced from the general 
system of Indian railways. 

‘“ May I thank you on behalf of my 
brother officers in Burma for the won 


RC yodness 


derful hospitality we always received 
in India and express to you our great 
regret that Indian railways do not give 
us a chance to return it. We can, I 
think, with modesty, and with con- 
fidence, claim that we have all been in 
the happy position throughout our ser- 
vice of doing constructive work, open 
ing up new country, improving trans- 
port conditions and _ furthering — the 
economic conditions of the Indian 
Empire. Our foundations have been 
well and truly laid and we need have 
no fear that our work will perish. And 
i satisfaction to feel that an 
organisation has been built which has 
the forces within it that will ensure 
continuance. While we do, and I trust 
may with confidence hope that the 
European element on the railways will 
not be unduly weakened, I think we 
can honestly say that, as far as ha 
been possible, we have done our best 
to train up an Anglo-Indian, India and 
Burman staff which is capable, under 
supervision, of carrying on. 

‘* T do not know whether your experi- 
ence has been similar to mine, but I 
think it is not unlikely that it has 
been, when I refer to the extraordinary 
loyalty, amounting almost to personal 
affection, of the railway staff. It will 
be a bad day for our Indian railways 
if ever this spirit of Camaraderie 
disappears. While they have their 
grievances, legitimate or otherwise, 
there is no more reasonable body of 
men than railway employees. 

‘What the political future of India 
may be none of us can tell. But, as 
far as railwaymen are concerned, we 
shall still, I know, carry out our lonely 
surveys and constructions, maintain 
cur open line and convey our passen- 
gers and goods with the same efficiency 
that has gained for Indian railways the 
high position which they occupy in the 
railway world. Let us not then give 
way to despondency. The officers of 
Indian State Railways have done, and 
are doing, great work for India. Let 
us look back to the past with gratitude 


iT 8 a 


and forward to the future with faith 
and confidence.’’ 

Subsequently Mr. Glascott briefly 
proposed the health of the Dinner 


Secretary, Mr. H. B. Holmes, which 
was warmly greeted. In replying, Mr. 
Holmes thanked everyone for driv)iny 
his health with musical honours, aud 
said how much he, and he was sure 
everyone, regretted the absence for the 
first time for very many years from 
the dinner of Mr. A. S. Jameson, the 
President of the Dinner, owing tw ill- 
health. 








Sentinel Railears in Belgium 


In an editorial note on page 776 of 
THE RatiLway GaAzeETTE of May 4 we 
referred to the extreme economy of 
working Sentinel railcars in operation, 
and we are now able to give the figures 
of working costs of the three cars in 
service in the Liége Division of the 
Belgian National Railways. During 
1933 they covered together a total of 
345,458 km. (214,657 miles), or an 
average of 115,152 km. (71,552 miles) 
each. Below are details of costs per 
car kilometre : 


Wages ... che ire - Fr, 0-02 
Lubrication ak =e ed », 0-06 
Fuel ee: a sate one », 0:49 
Water... _ — cas », O-O1 
Sundry charges... wat ane 9 0°28 
Preparation rae ‘ed aes » o-i2 
Maintenance and repairs 0-49 

rotal ion ace =F ¥.. 2°37 


At the current rate of exchange, namely, 
about 107 Belgian francs to the pound 
sterling, this works out at 8-54 pence per 
car-mile, At parity of exchange (175 fr, 
£1), which for purposes of comparison 
of working conditions between Belgium 
and this country is a better guide, the 
cost per car-mile would be 5-22 pence. 








NEW BowLinG GREEN FoR S.R. 
ATHLETIC CLUB.—The new bowling green 
and pavilion of the Southern Railway 
Athletic Club at Waddon was opened 
by Sir Herbert Walker, General Manager 
of the Southern Railway, on May 26. 
Sir Herbert was presented with a silver- 
mounted jack, suitably inscribed, as a 
memento of the occasion. Play on 
the new green was opened by Mr. 
Gilbert S. Szlumper, the Assistant 
General Manager. The inaugural match 
was followed by supper in the pavilion, 
at which Mr. Szlumper (the captain for 
the day) presided. 
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The German State Railway and Employment 


Dr.-Ing. Max Leibbrand, a Director of the German 


State Railway Company, reviews the employment pro- 


gramme and indicates the trend of technical progress 


(See editorial note on page 1011) 


[The German State Railway Com 
pany’s programme of maintenance and 
development work and new construc- 
tions in support of the national cam- 
paign against unemployment is on a 
scale commensurate with the fact that 
the company is the largest customer of 
German industry. There is unlikely to 
be a return to such conditions as 
existed before the war, when _ for 
example, the capital expenditure of the 
Prussian and Hessian State Railways 
increased by about £31,000,000* in 
1913 and the increase for the whole 
system now operated by the State Rail- 
way Company amounted to about 
£50,000,000 compared with only 
£2,300,000 expended on new construc- 
tions during the year 1932. Conditions 
have been radically altered, not merely 
by the development of road transport 
but also by the construction of new 
canals, electric power lines and long 
distance gas transmissions. Neverthe 
less, the company spent about 
£47,500,000 more than actually re 
juired for the maintenance of operation 
from the beginning of the crisis in 1930 
to the middle of last year simply to 
assist employment and, in pursuance of 
this policy, it was decided in July, 1933, 
to undertake a further programme of 
works involving the expenditure of 
another £28,000,000 during a period of 
i8 months. Later, it was decided to 
spend an extra £1,250,000 during the 
winter of 1933-34 and another 
£2,000,000 during the current year, 
bringing the total up to £31,250,000 or 
£70,000,000 including wages for normal 
track maintenance and workshops. 

New Works and Maintenance 

The distribution of the deliberately 
incurred expenditure, says Dr.-Ing. 
Max Leibbrand,* a Director of the 
German State Railway Company, was 
based on the principle that maximum 
support should be given to a wide range 
of industries and that the expenditure 
should be as useful and productive as 
possible from the railway standpoint. 
About £12,200,000 has been allocated 
to maintenance and renewals of per- 
manent way and fixed structures; 
£7,250,000 to locomotives and rolling 
stock ; €550,000 to machinery ; 
£8,250,000 to extensions, new lines, 
&c.; and £2,500,000 to the financing of 
the State motor roads. The 1933-34 
programme includes also the expendi- 
ture of £2,500,000 on electrification 
schemes, £1,100,000 on railcars and 
ancillaries, and £750,000 on _ road 
vehicles; these figures, relatively small 
in themselves; are significant in relation 


* Throughout this article all sums are reckoned 
at parity of exchange, viz. 20 marks = £1. 

t Zeitschrift des Vereines deutscher Ingenieure, 
vol. 78, p. 131. 





to the company’s policy of adapting its 
methods and services to modern require 
ments and opportunities. During the 
year 1933, about 1,616 miles of track 
and 6,400 sets of points were renewed. 
Some 4,168 miles of track are now 
equipped with 30-metre (984-ft.) rails 
and great numbers of short rails have 
been welded together. By improving 
alignment, the number of speed restric- 
tions is being decreased and_ safety 
enhanced. Other works in hand include 
the elimination of many level crossings, 
and the strengthening or renewal of 
Up to the present, more than 
fifty plate girder bridges have been 
built by electric welding. Within the 
next few years all distant signals will 
be moved from 700 to 1,000 metres 
(766 to 1,094 yards) on main lines to 
allow for increases in speed; and a great 
deal will be done in the way of rebuild- 
ing or replacing locking frames’, and 
improving and adding to train control 
equipment. 


bridges. 


Labour-Saving Devices 

In competition with the road trans- 
port of goods, railway speeds must be 
increased, and the facilities for trans- 
ferring goods to and from the railway 
must be improved. Cranes, elevators 
conveyors, chutes, bunkers and other 
freight handling equipment as used at 
ports, can be applied more extensively 
to railway working now that collection 
and delivery by motor road _ vehicles 
make possible a reasonable concentra- 
tion of road-rail and rail-road transfer- 
ence at large depots. <A great deal still 
remains to be done in taking full 
advantage of container transport. The 
German State Railway is experimenting 
with a variety of containers ranging 
in capacity from a few hundredweights 
to several tons, and it is proposed 
gradually to standardise a_ series of 
containers applicable to varied goods, 
thus avoiding empty returns. Finality 
has not yet been reached in regard to 
road and rail trucks for the carriage 
of containers and, as regards the trans- 
ference of containers from road to rail 
and vice-versa, it appears that a self- 
propelling truck with lifting platform 
offers the most convenient and econo- 
mical solution. A well organised con- 
tainer service offers greater speed and 
punctuality than road transport; the 
company’s skip-container service, in 
which one wagon carries two 13$-ton 
skips of coke or three 9-ton skips of 
coal or ore, is particularly suitable for 
loading ships; and the 16-wheeled 
rubber-tyred truck built by the com- 
pany for carrying a loaded railway 
wagon through the streets, thus taking 
the place of a private siding, is a 
further contribution to the economical 
provision of door-to-door service. 
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The provision of rapid transport for 
passengers is not merely a matter of 
increasing train speeds. More frequent 
services, better conditions and more 
convenient times of arrival are no less 
important than reduction in journey 
time; while facilities for eating, sleep- 
ing and working on trains are often 
equivalent to an acceleration of run 
ning. The increased power required 
to overcome air resistance and provide 
for rapid acceleration is a scrious con 
sideration where extra high speeds (95 
m.p.h. or higher) are concerned. The 
power required is then at least 10 h p. 
per ton, which can be _ provided 
relatively easily by steam engine or 
electric motor, owing to the overload 
capacity of these machines. Where 
internal combustion engines are con- 
cerned, however, Overpowering is in- 
volved unless supplementary power for 
acceleration can be derived from an 
accumulator, flywheel or compressed 
air, 

High-speed service with — frequent 
stopping is at a serious economic dis- 
advantage unless regenerative braking 
can be employed, preferably by a 
storage system which is then available 
to assist acceleration. The permissible 
superelevation of the track at curves 
is the factor limiting the increase of 
speed. According to Dr. Leibbrand, 
speeds from 160 to 200 km. (say 100 to 
124 miles) an hour are the highest per 
missible on the best German main lines 
in the present state of technology, 
while speeds up to 90 km. (about 56 
miles) an hour are allowable on second 
ary lines where conditions are not un 
favourable. The economic justification 
for providing accelerated and more 
frequent passenger services on the 
German State Railway lies in the resul- 
tant increase in traffic and the enduring 
stimulus to trade and prosperity. Rail- 
cars and light high-speed trains will 
play a leading part in the multiplica- 
tion and speeding-up of services, and a 
figure of £100,000,000 is mentioned in 
conection with the provision of new 
locomotives and rolling stock. Only a 
part of this would be chargeable to 
capital account, much of the new 
material representing normal replace- 
ment. On the other hand, granted 
that faster and more frequent services 
are required, there is every reason to 
provide them as soon as possible, even 
at the cost of replacing existing equip- 
ment before it is worn out. 











CHANNEL TUNNEL COMPANY At 
the recent ordinary general meeting 
of this company, Baron Emile d’ Erlanger 
(the Chairman) said that there was 
really nothing to report. He meant 
that they were marking time. They 
must simply wait for better times. 
They were paying their way in that 
they were incurring no loss. In fact 
their position had improved as the 
value of their investments had inc reased. 
Mr. Charles Sheath, a Director, said 
he still believed in the company, and 
it would be inadvisable at the present 
time to talk of liquidation. 








—_ 









L 
pou 
clal 
to | 
pro’ 
of | 
Inst 
opp 
The 
mea 
cluc 
imp 
wor 
port 
foll« 
prox 
day 

Pa 
Indu 
Man. 
Publ 
Lone 
Dire 
Adm 
nolo; 
Mom 
Jone 
Unis 
belo 
of wl 
Tran 
rhe 
strac 
discu 

Vi 
tion 
mane 
of th 
trave 
lingt 
800 
as re 
Cra cel 
the | 
City 
work 
facto 
plant 
worl 
field 
place 
neiz! 

() 
It 
Leet 
a Cl 
the 
Brac 
Lor« 
W 
(Cou 
Men 
Way: 
Leec 
by 
E. 1 
man 
the 
port 
at a 
the 
Willi 


tion 











June 8, 1934 














THE RAILWAY GAZETTE 


The Institute of Transport Congress at Leeds 


(See also editorial note on page 


Leeds is undoubtedly the central 
point of Great Britain, even if the 
claim made by some of its inhabitants 
to be that of the Universe cannot be 
proved By selecting Leeds as the site 
of its annual congress this year, the 
Institute of Transport has 
opportunity and shown its sympathy 
The programme of the i 


seized an 


congress 18 a 


measure of the opportunity It in 
cludes, besides the discussion of thre¢ 
important papers, visits to various 
works of interest to students of trans 
port, as well as social functions The 


following are the chief features of the 


programme which began on Wednes 
day 

Papers on The Pransport Requirements of 
Industs by Mr. ¢ A. Lambert (General 


Manager, Bolsover Colliery Co. Ltd.) ; ‘* The 
Public Control of Passenger Transport Outsice 
London,” by Dr. K. G. Fenelon, M.A., Ph.D 
Director of the Department of Industrial 
Administration, Manchester College of Tech 
nology “The Price Issue in Public Utility and 
Monopolistic Industries,” by Professor J. H 
Jone M.A Ph.D. (Professor of Ke 
University of Leed The first, abstracted 
below, was read on Wednesday, and the 
of which an abstract will be found in our Road 
fransport Section on page 1020, on Thursday 
The last is to be read to-day and will be ab 
stracted in our next issue, in which also the 






OnOTHL 


econd, 


discussions will be sumuiarised 
Visits to the colour light signalling installa 
tion and signal box at Thirsk, and the per 
manent way reclamation vard at Darlington, 
f the L.N.E.R., on this ex ion the member 
travelled both wa between Leeds and Dat 
lngton behind — the Armstrong-Whitworth 
800 b.hop. 1-Co-l universal diesel locomotive 
as referred to on page 983 of The Railway 
Gra of June 1 Phe works at Kirkstall and 
the Donni thorpe irage at Hunslet of the Leeds 
t Department the diesel engine 


City Transp 


" of J X H. MeLaren Limited ; — the 


factoric ft Montague Burton Limited the 
plant works at Doneaster of the L.N.E.R. 5 the 
Wo! of Karrier Mot Limited, at Hudde1 

field ; the Aire and Calder Navigation ; and to 
places of beauty and historic interest: in- the 


neighbourhood 

On Wednesday, before the reading of 
Dr. Fenelon’s paper, the Lord Mayor of 
Leeds (Mr. A. E. Wilkinson 
a civic welcome to the congress. On 
the same day, at the Midland Hotel 
Bradford, there was a reception by the 
Lord Mayor of Bradford (Captain A 
W. Brown, J.P.), and the Chairman 
(Councillor W. Hodgson, J.P.) and the 
Members of the Bradford City Tram 
ways Committec Last night at the 
Leeds Town Hall, there was a reception 
by the Lord Mayor of Leeds (Mr. A 
E. Wilkinson), after which the Chan 
man (Councillor J. Arnott, J.P.) and 
the Members of the Leeds City Trans 
port Committee entertained the congress 
at a dance and cabaret Co-morrow 
the President of the Institute (M1 
William Whitelaw) is holding a recep 
tion at the Queen's Hotel, Leeds 

\mong others attending the congress 


extended 


are the following: 

Messrs. C. R. Tattam, Chairman of Congres 
Local Committee (General Manager, Bradford 
City Tramways J}. P. Allix (District Passenger 
Manager, Leeds, L.N.E.R : \ H Amor 
(General Manager, Northern Motor Utilities 


Limited), A. W. Arthurton (Director, British 
Railways Press Bureau); Sir Ernest Bain ; 
Messrs. W. J]. Bees (Director of Education, 


1009) 


Leeds I Bevin (Secretary lransport and 
General Workers Union S. Bradbury (Seere 
tary, Aire and Calder Navigation W r 
Bradbury (Assistant to 
Manager, 1..M.S.R iF. ¢ 
Commercial Motor Users Association \. Brown 
(District Goods Manager, Leeds, L.N.E.R.), 
S. T. Burgoyne (Passenger Manager, N.E. Area 
L.N.E.R \ ] Butler President, Canal 
\ssociation H. H. Crow (Managing Director, 
Crow Carrving Co. Ltd.) ; Ashton Davies (Chie1 
Manaver, L.M.S.R.), Sit Johi 
Managing Director, Aire and Calde 


Chief Commercial 
i. Bristow (Secretary, 


Commercial 
Kaglesonmu 


Navigation) ; Mess H Paircloth Cartage 
Working Assistant, 1..M.S.R.); O. C. Gatenby 
Mineral Manager, L..N.E.R W. H. Gaunt 
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Distribution Manager, J]. Lyons & Co. Ltd 

Sir Alexander Gibb ; Messrs. C. Le M. Gosselin 
Managing Director, H. Viney & Co. Ltd.), D. M 
Gracie, Hon. Sec. of Congress Local Committees 
(District Supt., Leeds, L.N.E.R.) ; , 

Gresley (Chief Mechanical Engineer, L.N.E.R 

lr. Bernard Hare (District Superintendent, Darl 
ington, L.N.ELR P. A. Harverson (Assistant 
Passenger Manager, N.E. Area, L.N.E.R.); 
. Hornsby (Divisional General Manager, N.1 
Area, L.N.E.R.); A. I Kirkus (Director of 
Statistics, Ministry of Transport); W. Vane 
Morland (General Manager, Leeds Citv Trans 
port); J. Pike; R. Stuart Pilcher (General 


Manager, Manchester Corporation, Transport) ; 
V. A.M. Robertson (Civil Engineer, L.P.T.B. 

C. FE. R. Sherrington (Secretary, Railway Re 
earch Service); J. Hyde Trutch (Diesel 


Traction Department, Sir W. G. Armstrong 
Whitworth & Co.); H. A. Watson; E. I 
Wilkinson (District Passenger Manager, New 
stl L.N.E.R 








The Transport Requirements of Industry’ 


Reviewing the devi 
port facilities, Mr. Lambert compared 
the comparatively unfettered 
pursued by the roads in diverting to 
themselves traffic previously carried by 


lopment of tran 


course 


train with the limitations imposed by 
Parliament 
they began to compete with the canals 
canals faced their 
a period ol prosperity, 
the growth of road transport coincided 


upon the railways when 


But whereas the 
rivals following 
with the 


depression of the post-wat 


years, so that apart from losing traffic 
of the type Mr 


roadable,’ the 


Lambert described .as 
suffered 
additionally from the fact that industry 


railways 


was producing tewer heavy, or “* non 
roadable, Che institu 
tion of the conference on road and rail 
transport under the chairmanship of Si 
Arthur Salter indicated that the 
irreplaceable qualities of railway service 
readily 
financial 


commodities 


many 


ognised, and it can be 
demonstrated that the 

stability of the British railway 
is essential to the ; 


Were res 


system 
well-being © of 
industry 

rhe transport 
industry fall 
Service and cost Che 


requirements ot 
under the headings of 
quality of 
service is always changing as a result 
of competition, and industry is ever! 
ready to avail itself of higher standards 
is they become availabl As to cost, 
cheap transport is an important factor 
in stimulating trade In comparing the 
facilities offered by road and rail, it 
must be taken into account that, not 
withstanding the Road and Rail Traffi 
Act of 1938, road transport is still a 
free agent as charges Its 
favoured position is a striking contrast 


re gards 


to the obstacles which have beset the 
railways in their attempts to secure 
economy of working The Railways 


could naturally make no 


approaching but un 


Act of 1921 
provision for the 
foreseen depression, and the standard 
revenue of £50 million, that of 1913, 
upon whi h it was based, soon fell out 
side the range of practical politics. The 
therefore, become 


railways must, 


* Summary of a paper presented by Mr. C. A 
lambert, General Manager, Bolsover Colliery 


Co. Ltd., at the Institute of Transport Congress 
at Leeds, on June 6 


altered conditions and 


adjustment of 


reconciled to 
seek a new costs and 
revenue. 

For the benefit of both parties, it 1s 
reasonable to ask for the will to uss 
the railways traders and _ for 
the will to render the best 
service upon the part of the railways. 
The Road and Rail Traffic Act of 1933 
vave the railways a new lease ot life in 
their ability to make agreed charges, 
subject to the approval of the Railway 
Rates Tribunal, and it is up to in 
dustry for its own sake to encourage 
their new 


among 


possible 


the companies to benefit by 
liberty 

Elements of Railway Service 

Mi Lambert then examined — the 
ways in which the railways can merit 
such encouragement. Returning to his 
definition of the elements of transport 
as ‘‘ service’’ and ‘‘ cost,’’ he = sub 
divided the first into the 
despatch and_ security There was a 


factors of 


time when heavy train loads’ were 
strenuously advocated as a contribu 
tion to economical working. To-day, 


road mpetition has altered the out 
look and demands greater despatch 
than ever, which can be secured only 
by lighter wagon and train loads. Mr 
expressed the view that in 

transport facilities 
have not advanced commensurately 
with those for passenger traffic 


Lambert 


t] goods 


us respect 


In regard to security, the standard 
attained by door-to-door road transport 
is being achieved on the railways by the 
use of containers. Damage _ resulting 
from shunting is another problem de 
manding attention, and Mr. Lambert 
advocated the use of screw-coupled 
wagons in the formation of trains for 
the rapid transport of roadable goods. 
He suggested the possibility that future 
practice will consist of the tranship 
of containers from long, flat 
wagons. at junction 
vehicles for 
instead of 


ment 
Screw coupled 
stations to other similar 
the various destinations 
shunting loose-coupled trucks from one 
train to another as at present. ae 
may be hoped,’’ he said, “ that the 
limits of invention have not yet been 


reached in bringing about improved 
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means of handling goods on the rail- 
way fhe iron road still possesses 
many advantages over the public high 
way for security and speed of move 
ment, but new methods must replace 
those that were accepted as the best 
ivailable until the internal-combustion 
engine came on the scene. 


The Factor of Cost 


Ot cost, Mr. Lambert said that the 
one requirement was that it should be 
as low as possible. By affecting the 
price of the article, it influenced both 
home and foreign trade. Low prices 
are necessary for the industrial revival 
and the relief of unemployment. A 
significant passage in the report of the 
Conference on Rail and Road Trans 
port admitted that there are certain 
classes of traffic for which the motor 
vehicle is more convenient and 
economical than the train, but Mr. 
Lambert warned those who imagined 
they were independent of the railways 
to remember that upon their prosperity 
depended that of the country as a 
whole, and low charges depend largely 
upon the volume of traffic handled. 

With regard to the transport of non 
roadable goods, Mr. Lambert was of the 
opinion that traders would not oppose 
. policy of slower transport and large 
train loads if offset by concessions in 
charges. For roadable goods, however, 
rail time must equal road time, unless 
lower charges are fixed for the former. 

The importance of coal traffic, with 
its attendant increase in receipts from 
the carriage of timber, steel and other 
non-roadable goods, was emphasised, 
und the author foresaw a hopeful future 
for the coal industry owing to develop 
ments in the use of electricity and gas 
and the check on imports of oil and 
petrol. He also urged the recovery in 
igriculture, and the textile industries 
should be furthered by a revision of 
transport charges in their favour. Con 
cluding his paper, he said: “ Now is 
the time when a liberal policy of cheape 
transport by rail should bring its 
reward. We have waited long for the 
change from increasing depression to 
the dawn of hope. We have perhaps 
not yet reached the final stage of co 
ordination between rail and road trans 
port, but the railways now have more 

ope than ever before to develop their 
traffic by fostering the trade recovery 
of the country and so to restore their 
fortunes.’’ 








MopEL House ar KInG’s Cross 
The modern detached house with three 
bedrooms, two reception rooms, kitchen, 
bathroom and garage, which has been 
built in front of King’s Cross station, 
L.N.E.R., is not for sale, but is a 
show house of John Laing & Sons Ltd., 
building contractors. It is designed to 
draw attention to the type of house 
which can be’ bought for £775 freehold 
on various estates in the outer suburbs 
The house, which is completely furnished 
and equipped with a telephone, serves 
as an enquiry Office for the Laing estates 
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RAILWAY AND 


THE ANTOFAGASTA (CHILI) 
& BOLIVIA RAILWAY CO. 
LTD. 

The ordinary general meeting of the 
proprietors of the Antofagasta (Chili) 
& Bolivia Railway was held on Tues 
day, June 5, at Winchester House, 
Old Broad Street, E.C.2, Mr. A. W. 
Bolden (Chairman and Managing Dire« 

tor) presiding. 

The Secretary, Mr. C. Cowley, read 
the notice convening the meeting. 

In moving the adoption of the 
report and accounts, the Chairman 
pointed out that although there had 
slight improvement in the 
situation since 19382, when the aggre 
represented what was 
normally carried in three and a_ half 
months, the gain was to a great extent 
offset by exchange troubles. Although 
there had been increases in practically 
ull classes of tratfie except the im 
portant item = of tin, the receipts 
amounted to only 30 per cent. of the 
average for a pre-depression year and 
were still far from satisfactory, 

The outstanding feature of the year 
was the reduction in working expenses. 
Everything reasonably possible to 
secure this had been done, with the 
result that a decrease of ten per cent. 
had been recorded, coinciding with an 
increase of ten per cent. in gross ré 
ceipts. The policy of economy was still 
being rigorously pursued, but the 
Chairman could definitely state that it 
was allowed to be in no way prejudicia! 
to the mechanical efficiency of loco 
motives and rolling stock. 
traffic was better both in Chile and 
Bolivia, the improvement in Bolivia 
being mainly due to the transport of 
troops. 

A satisfactory feature was the in 
crease in sulphur traffic, of which 
nearly 20,000 tons were carried. There 
slight improvement in 
general merchandise. The fall in re 
ceipts from fuel oil was explained by 
the increased use of national coal in 
the nitrate officinas, but it could 
reasonably be hoped that this would 
eventually be compensated by — the 
nitrate wagons being sent up to the 
loaded with coal instead of 
empty, as was often the case at present. 

Referring again to the problem of 
exchange and to the difficulty in re 
mitting funds, the Chairman explained 
that it was impossible to adjust tariffs 
to coincide with all the currency fluc 
tuations. The company was, so to 
speak, a sterling company, and was 
bound to incur considerable sterling 
expenditure in the purchase _ of 
materials. Friendly representations 


been a 


vate traftics 


» . yer 
Passt nget 


Was also a 


works 


had been made in the proper quarters 
regarding the 
position. 

The depression in the Chilean nitrate 
industry had affected the railway ad 
versely, but the Chairman was con 
fident that the reorganisation now being 


complications of the 


OTHER 
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undertaken by the government would 
improve its prospects and that the 
coming of a general world revival would 
see it restored to its old prosperity. 
With regard to the completion of the 
Potosi-Sucre railway, a law had been 
passed to provide the necessary finance, 


but the Bolivian President had now in- 
timated that he did not wish the 
arrangements to be carried through 
and his government was therefore in 
debt to the railway for the work 
already finished Concluding the 
Chairman said the receipts for the year 
to date showed an improvement. of 
thirty-three per cent. on the correspond- 
ing period of last year 

The report and accounts were unani 
mously adopted 








Questions in Parliament 


Street Traffic and “Underground 
Railways 
Mr. D. G. Somerville, on June 6, 
asked the Minister of Transport whether, 
in view of the Increasing convestion 
of the streets in the West End during 
the. summer season, he would suggest 
to the London lransport 
Board the desirability of bringing more 
effectively to the public notice the alter- 
native underground means of moving 
about London 
Lt.-Col Headlam Parlty Secry 
replied Il understand that the London 
Passenger Transport Board is arranging 
for a special series of posters to be 
displayed with a view to encouraging 
the public to use the railways in the 
congested centre of London during the 
summer season 


Passenge! 








Forthcoming Events 


June 9 (Sat.).-Stephenson Locomotive Society. 
Visit to Gas Light & Coke Co.’s Works, 
Beckton. 


June 13 (Wed Institution of Civil Engineers, 


Great George Street, London, S.W.1. 
Conversazione. 

June 15 (Fri Mansion House A iation 
on Transport, at St. Ermin’s Restaurant, 
Caxton Street, London, S.W.1, 1.15 p.m., 
Informal Luncheor Annual reneral 
Meeting, 3 p.m 

June 15-16.—-Institution of Railw Signal 
Engineers, at Cardiff. Summer Meeting. 

June 15-18.--Railway Students’ Association 
(london), at Belfast. Annual Convention 

June 18-30 Alfred Herbert Limited, Coven 
trv. Exhibition of Grinding Machinery. 

June 20-23 International Congress tf Steel 
Development, at Inst. of Civil Engineers, 


Great George Street, London, S.W 


June 21 (Thurs.) Institution of | trical 
Engineers, at Natural History Museum, 
London, $S.W.7. Annual Conversazione. 

June 26—29.—Institution of Mechani Engl 
neers, at Liverpool. Summer Meeting 

July 1-8 International Tramways [rans 
port Association, at Berlin. /siennial 
Congress. 

July 7-12.—Permanent Way Institution, at 

; London. Jubilee Convention 

July 11 (Wed.).—Institution of —blectrical 
Engineers, Savoy Place, London, \W.C.2, 


Conversazione and Reunion. 
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NOTES 


Reconstruction of G.W.R. Via- 
ducts. The timber viaduct over the 
River Artro, near Llanbedr and Pen 
sarn on the Cambrian line’ between 
Harlech and Barmouth, is to be recon 
structs d kxtensive repairs are also to 
be carried out to the masonry viaduct 
at Te nby. Both these viaducts have 
been 1n use over 60 vears 

The Lagny Accident. ~The enquiry 
into the Lagny disaster is at last drawing 
to a close and the report 1s expected 
It may be recalled that on the 


23 


shortly 
foggy and frosty night of December 
a rapide from Paris to Strasbourg 
travelling at high speed, collided with 
a preceding express for Nancy, which 
had been stopped by signal. Phe 
accident caused the death of more than 
200 passengers and serious injuries to 
as many more 


” 


A ** Metro Liquidation. -\t a 
meeting held at Baker Street station 
on May 3laresolution was passe ad for the 
voluntary winding up of the N.W 
Land & Transport Co. Ltd., Mr. J. 5 
Anderson being appointed liquidator 
This company, which was an associate 
of the old Metropolitan Railway, took 
over the railway local buses in Watford, 
but subsequently passed them over to 
the Lewis Omnibus Co. Ltd. in return 
for 50 per cent. of that company’s 
share capital Che Lewis business has 
now been absorbed by the London 
Pass¢nger Transport Board 


Southern Railway Bill. —This Bill 
Was reported, with amendments, to the 
House of Lords on June 5 by the Un 
opposed Bills Committee of that House 
It has already been through the Houses 
of Commons The Bill empowers the 
company to construct a new railway 
Folkestone and Abbotsclift 
to acquire lands for sub- 


between 
near Dover : 
stations for the electrification to Seven- 
oaks and to Eastbourne and Hastings ; 
and to extend the powers of the West 
London Extension Railway Company 
(of which the Southern Railway Com 
pany is a part owner) in regard to the 
purchase, development 
of lands 


disposal and 


” 


** Invisible Ray ’’ Installations on 
the Underground.—The lights illu 
minating the gap caused by the curva 
ture of the line between the cars and 
the platforms on the Waterloo north 
bound line of the Bakerloo tube and on 
the Charing Cross northbound line of 
the Hampstead tube are now switched 
off automatically when a train has left 
the station and switched on again 
immediately before a train comes to 
test at the prescribed stopping mark. 
The operation is carried out by the train 
interrupting a ray of light directed from 
a special projector lamp on to a photo- 
electric apparatus. The switching on 
of the lights immediately before the 
train comes to rest is intended to draw 


AND 
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the attention of passengers to the gap 
in order to prevent accidents. The 
apparatus employed has been supplied 
by the General Electric Co. Ltd. 


New G.W.R. Halt at Wyre.—On 
Monday next, June I1, the new halt at 
Wyre, between Fladbury and Pershore, 
will be opened for traffic. The halt will 
be served by 16 trains daily, and 
additional late services will be provided 
from Evesham and Worcester on Wed 
nesdays and Saturdays. There will be 
nine Sunday services from the halt 


Polish Train for Foreign Tour. 
Reuters ‘Trade Service learns from 
Warsaw that a special Polish train will 
leave that city about the middle of this 
month on a fortnight’s circular tour in 
Western European countries. The train 
will have ex-territorial rights so that the 
passengers will not need to have pass 


ports. The itinerary of the train will 
be Warsaw, Berlin, Brussels, Paris, 
Marseilles, Cannes, Milan, Venice, 


Vienna, Warsaw 
the towns will be made at night so that 
the tourists will have the days free to 
Similar Polish 


Lhe journeys between 


visit the various towns 
tourist trains were run successfully last 
vear, but exclusively on Polish terri 
tory 


Netherlands Railways Posters. 
\ couple of very fine posters, issued by 
the Netherlands Railways, are to hand 
from Holland. Perhaps the most striking 
of these is that showing a photographic 
enlargement of a diesel-electric train 
one of 40 now in service in Holland 
it will be recalled 
reference was made in our Diesel 
Railwav Traction Supplement published 
on May 18. The lower half of the poster 
consists of informative letterpress re 


to which special 
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lating to the intensive passenger service, 
The second poster gives a diagonal view 
of the same train, artistically coloured 
and silvered, standing out against a 
striking background of pale green with 
scarlet letterpress. 

Brazilian Railway Concessions. 
Reuter reports from Rio de Janeiro 
that the Brazilian Government has 
annulled the contract of the Eastern 
Railways Company of Brazil and has 
taken over the concern. The Govern- 
ment has also revoked the clauses in the 
contract of the San Paulo & Rio Grande 
Railway Company concerning the 
guarantee of interest which, since July 1, 
1930, has been limited to 6 per cent. on 
£4,404,000 (sterling) instead of 
{9,516,000 (sterling). The conclusion of 
the concession of the Hansa-Porto 
Uniao Line to the San Paulo & Rio 
Grande Company has also been decreed 


Inter-Railway Ambulance Chal- 
lenge Shield.—The second consecu- 
tive victory by the Great Western Rail 
way in the Inter-railway ambulance 
challenge shield competition has had 
a heartening ettect upon the movement 
within the G.W.R., and congratulations 
have been showered upon the South 
Lambeth team which secured the pre- 
mier place in the contest on May 15 
and thus retained the coveted trophy 
for the company for another year. The 
victory was celebrated at the Great 
Western Royal Hotel, Paddington, on 
the evening of May 29, when the win- 
ning team were entertained at dinner 
under the presidency of Mr. J. F. Lean, 
Principal Assistant to the General 
Manager and Chairman of the Central 
Ambulance Committee \mong others 
present were Dr. I. H. Maclean of St 
Mary’s Hospital, Mr \ Maynard, 
Chief Goods Manager, Mr. C. T. Cox, 
Divisional Superintendent, Mr. A. $ 
Mills, District Goods Manager and Miss 
( A. Ault, Ambulance Centre Secre 
tary. The team received the congratu- 





The winning G.W.R. team with the Inter-railway 


{mbulance Challenge Shield 
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lations of the chairman and the assem- 
bled company, and were encouraged to 
endeavour to retain their premiership 
in the field of first aid. Mr. Lean said 
that no small meed of thanks was due 
to Dr. Maclean, who had judged the 
company’s semi-final and final com 
petitions and given constructive criti- 
cism to all G.W.R. competitors in those 
contests. The team captain, Mr. G. S 
Stallard, replied. The team afterwards 
spent an enjoyable evening at the Gaiety 
lheatre 


L.M.S.R. Warehouse Schemes. 
In order to meet increasing demands 
for storage accommodation, the L.M.S.IR 
has authorised schemes of warehouse 
extension at Lancaster and at Wigton 
(Cumberland). At Lancaster, 170 sq. yd. 
of additional accommodation will be 
provided, bringing the total 
available to 555 sq. yd., while at 
Wigton an additional 200 sq. yd. will 
increase the total accommodation to 
500 sq vd 


space 


Anglo-Argentine Tramways. 
The Duke of Atholl, Chairman of the 
Anglo-Argentine Tramways Company, 
presiding on June 5 at meetings con 
vened for the purpose ot considering a 
moratorium scheme in respect of the 
interest and sinking fund services on 
debenture stocks, said there was a 
prospect that the proposal for a co 
ordinated system of transport for 
Buenos Aires would pass through Con 
gress in the current session For lack 
of the necessary quorums the meetings 
were postponed until June 26 


Review of Standard and Excep- 
tional Charges.—The Railway Kates 
fribunal was engaged on Tuesday and 
Wednesday (June 5 and 6) on the annual 
review of the standard and exceptional 
charges of the four amalgamated rail 
way companies No change either in 
the upward or downward direction was 
proposed by the railway companies 
Mr W \ Wood, Vice-President, 
L.M.S.R., gave evidence on behalf of 
the four companies, pointing out that 
the deficiencies on standard revenues 
had continued in 1934 and were likely 
still to continue, and claiming that they 
were not due to lack of efficiency or 
economy in operation 


Proposal to Close 3,250 Miles of 
Canadian Railways.—lIn a statement 
made on June 6 before the Dominion 
House of Commons Committee on 
Railways by Judge Fullerton, Head of 
the Board of Trustees of the Canadian 
National Railways, it was said that, 
in the interests of economy, the Cana 
dian National and Canadian Pacifi 
Railways are together considering 
36 proposals involving the discontinu 
ance of a total of 2,100 miles of railway 
line which have been unremunerative 
Judge Fullerton also stated that, in 
addition, the Canadian National Rail 
ways Committee was considering dis 
continuing the operation of 1,150 miles 
of line where traffic had been too light 
to give an adequate revenue return 
he total route mileage of the Canadian 
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National Railways is approximately 


23,780 miles, and of the Canadian 
Pacific Railway, 22,500 miles 

Kirkwall-Thurso Air Service Re- 
sumed.—Highland Airways Limited 
resumed its Kirkwall-Thurso service of 
one plane a day in each direction on 
June | 

Spanish Railway Rates Increased. 

\ccording to a Reuters report from 
Madrid, the Cortes, or Spanish Parlia- 
ment, has decided to increase all railway 
rates by 15 per cent. as from June | 


To Belgium via Zeebrugge.—The 
L.N.E.R Harwich-Zeebrugge — service 
will begin from Harwich on June 29 
and from Zeebrugge on June 30. The 
steamers will run every night including 
Sundays, the boat train leaving Liver- 
pool Street station at 8.30 p.m. Cheap 
tickets will be issued every day avail- 
able for any period from six days to 
one month 


Royal Patronage of Cathedral 
Pilgrimages.—Their Majesties the 
King and Queen have shown their 
approval of the Cathedral Pilgrimage 
scheme, announced in THe RAILWAY’ 
GAZETTE for May 25, by purchasing 
a number of pilgrim tickets. Some 
45 deans and « hapters have now agreed 
to welcome pilgrims to their cathedrals 
during the fortnight July 1-14 


London Transport Bill. ~The Com 
mittee stage of the London VPassenge1 
Transport Board Bill in the House of 
Commons was concluded on June 6, and 
the Bill was ordered to be reported to the 
House \ clause, to which objection 
was taken by the L.C.C., was sanctioned 
It gives the Board in relation to its 
whole undertaking the same exemption, 
subject to certain conditions, from the 
London Building Act, as the railway 
part of its undertaking at present 
enjoys 

Agreed Charges.— Thirteen more 
applications for the approval of agreed 
charges under the provisions of Sec 
tion 37 of the Road and Rail Tratfi 
Act, 1933, have been lodged with the 
Railway Rates Tribunal, as will be seen 
from the legal notice published on p, 1043, 
These applications may be inspected 
at the office of the Tribunal, 2 Clement's 
Inn, W.C.2, at the Railway Clearing 
House, and at Il named centres out- 
side London Notices of objection 
must be filed at the office of the Regis 
trar (2, Clement’s Inn) on or before 
June 26 

Important Internal Trunk Air 
Services.—As forecast in THE Kat 
WAY GAZETTE for May 18 last, Southern 
& Central Air Lines Limited is to open 
two important new internal air services 
between Hull and Southampton via 
Nottingham, and Hull and Birmingham, 
as from June 18 next. In each case 
there will be two services daily, and the 
journey times will be 1 hour 40 minutes 
between Hull and Southampton, and 
% hour between Hull and Birmingham. 
A number of important connections will 
be made, the principal of which will be 
with London Scottish & Provincial 


June &, 1934 


Airways Limited, whose London Not- 
tingham-Edinburgh servic: lue to 
begin on or about June 18 


L.N.E.R. 2-8-2 Locomotive.—The 
Gock o' the North, illustrated and 
described in last week's issue, made a 
trial run from Edinburgh to Aberdeen 
on Monday and was on exhibition at 
Aberdeen on Tuesday morning. In the 
afternoon the engine returned to Edin- 
burgh, and was on exhibition there on 


Wednesday 


Unusual Underground Workings. 

Experimental trips were run— on 
June | between Hammersmith (Metro 
politan Line) and Barking (District 
Line), via King’s Cross and Aldgate 
We understand from the London Pas 
senger Transport Board that the object 
was to test Metropolitan Line clectri 
rolling stock over the tracks east of 
Whitechapel with a view to the possible 
inauguration of a= service with such 
stoagk to and from Barking via the north 
side of the Inner Circle 


Engineer and Railway Staff Corps 
Dinner.—The Engineer and Railway 
Staff Corps annual dinner was held 
on june 4 at the Hotel Metropole, 
Colonel Commanding Sir Herbert 
Walker in the chair As well as a 
number otf high regular officers, there 
were among those present 


Colonels Sir Ralph Wedgwood, Sir Josiah 
Stamp, Sir James Milne, Sir Henry Fowler 
and A. Newlands; Lieutenant-Colonels A. J. 
Barry, C. J. Brown, C. R. Byrom, R. Carpmael, 
KE. C. Cox, G. Ellson, Sir William Forbes, Sir 
Robert McAlpine, R. E. L. Maunsell, A. H. | 


Mount, Sir David Owen, G. S. Szlumper, A. W 
Szlumper, W. K. Wallace Majors R. A 
Bacon (Hon. Sec.), H. P. M. Beam I. Bush- 
rod, S. H. Fisher, E. H. d’E. Darby, A. W 
Donaldson, E. L. Hawkins, R. G. M. Inglis, 
kk. J. Missenden, C. J. Selwayv, G. N. Shawcross, 
H. b. Smith, D. C. Urie, F. E. Wentworth 
Shields 


The Week’s Road Accidents.-—The 
Secretary to the Ministry of Transport 
has issued the following return for the 
week ended May 26, of persons killed 
or injured in road accidents 


Killed in Reported Injured in 
accidents during the accidents 


reported week as _ reported 
during the having during the 
week died as the week 
result of 
accidents 
occurring 
in previous 
weeks 
- No. No. No. 
England . 96 30 4,751 
Wales = 7 - 244 
Scotland . 12 2 js2 
Great Britain 115 $2 5,377 


The total fatalities of the week as 
the result of road accidents were there- 
fore 147, as compared with 127 fot the 
preceding week The week ended 
May 26 included, of course, the Sunday 
and Monday of the Whitsun week-end. 


N.U.R. Funds and Membership.— 
The accounts of the National Union of 
Railwaymen for last year show that 
assets totalled £1,559,865, an _ increase 
of £76,852. The year’s income was 
£54,891, an inc rease of £8,474, ind the 
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total expenditure was £468,039. The 
general fund last year had to bear 
{53,000 for strike pay in the Irish 
disput Membership at the end of 
the year was 275,706, a decrease of 
14,219, which the union attributes 
mainly to a reduction in the number of 


employed railwaymen The 
in recent years of retiring men at 60, 


practice 


instead of 70 as had formerly been 
usual, has meant an increased drain 
on the disablement fund 


The Railway Queen’s Peace Chain. 

-A new link was added to the Railway 
Queen’s silver chain of peace last week- 
end, when Miss Gracie Jones, the 
present Queen, visited Edinburgh. Mr. 
James Calder, General Manager, Scot- 
land, L.N.E.R., presided at the meeting 
in the Usher Hall at which the new 
silver link in the chain of international 
peace, started im Liverpool in 1925, was 


formally secured Mr. Calder said 
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maintained a railway queen as an ideal, 
free from any selfish consideration. It 
is a noble ideal, and one which finds a 
common platform for all of 
railwaymen, and is an expression of 
understanding and mutual regard that 
helps to keep the wheels turning.”’ 


grades 


2assenger Transport on _ the 
Thames.—The Minister of Transport 


has requested the London and Home 
Counties Traffic Advisory Committee to 
hold a public inquiry into the desira 
bility and practicability of the provi 
sion of a regular passenger transport 
service the River Thames, and to 
report to him thereon. The Committee 
has accordingly appointed the following 
five members to hold the inquiry and to 
report to it upon the facts :—Sir Henry 


on 


Jackson, M.P. (Chairman), Mr. H. E. 
Clay, Mr. F. Bertram Galer, Mr. C 
Latham, and Sir John R. Pakeman 


held in the Trattic 


The inquiry will be 

















We are glad to be associated with the Commissioner's Court at Caxton House 
great adventure which lies before the (West Block), Tothill Street, S.W.1, 
Railway Queen The tailwaymen have beginning at 11 a.m. on June 28 

Britisl 1 Irish Rail Trafic R 
¢€ € Ty - 
ritish anc ris al way raf c eturns 
Potals for 22nd Week Totals to Date 
GREAT BRITAIN 
1934 1933 Inc. or Dec. 1934 1933 Inc. or Dec. 

L.M.S.R. (6,940? mls / / f ‘ f / 
Passenger-train traffic... 166,000 598.000 132,000 9,040 000 8,882,000 158,000 

Merchandise, &« $57,000 411,000 46,000 9,729,000 8,920 000 809,000 

Coal and coke 192,000 187,000 5,000 5,362,000 5,109,000 253,000 
Goods-train traffic 649,000 598.000 51,000 15,091,000 14,029,000 1,062,000 
Potal receipts 1,115,000 1,196,000 81,000 | 24,131,000 | 22,911,000 | + 1,220,000 
L.N.E.R. (6,339 mls 
Passenger-train traffic... 288,000 344,000 56,000 5,808,000 5,718,000 90 C00 

Merchandise, &« 299,000 291,000 8,000 6,866,000 6,136,000 730,000 

Coal and coke : 214.000 175,000 39,000 5,201 000 4.675.000 526,000 
Goods-train traftie = 513,000 466,000 $7,000 | 12,067,000 10 S1LL,000 1,256,000 
fotal receipts ... | SOT .O00 | 810,000 9,000 17,875,000 16,529,000 1,346,000 
G.W.R. (3,750 mis | 
Pass¢ nger-train tratt« 201,000 | 245,000 $4,000 3,779,000 3,784,000 5,000 

Merchandise, &« 190.000 173,000 17,000 3,888,000 3,580 000 {08,000 

Coal and coke | 95,000 93,000 2 O00 2 2,237,000 34,000 
Goods-train tratfi 285,000 | 266,000 19,000 6,159,000 5,817,000 342 000 
lotal receipts 186,000 511,000 25,000 9,938,000 9. GOT O00 337,000 

S.R. (2,176 mls.) 

Passe nger-tram tratt« 290 000 362 000 72,000 5,626,000 5,545,000 81.000 
Merchandise, &« 71,000 66,000 5,000 ie 1,298,500 54,500 
Coal and coke eR 27.000 24,000 3,000 727,000 670 500 56,500 

Goods-train traffic a 98,000 | 90,000 8,000 2 080 000 1,969,000 111,000 

lotal rece ipts | 388,000 $52,000 | 64,000 7,706,000 7,514,000 192.000 

Liverpool Overhead . | 1,103 1,147 | 44 23,978 23,341 637 

| 

64 mls.) 

Mersey (44 mls.) i 3,877 3,972 95 | 91,386 87,099 $287 

*London Passenger | 
lransport Board... 545,400 | 24,322,000 | 

IRELAND 

Belfast & C.D. pass. 2130 2,298 168 41,203 42.311 1,108 

80 mils.) 
goods 578 524 54 11,847 11,704 143 
total 2,708 | 2,822 li4 53,050 54,015 965 

Great Northern _ pass. 8.350 7.750 600 168,000 97,250 |4 70,750 
562 mls.) 

a sie goods 9,700 8,800 900 182,550 108,250 74,300 
se total 18,050 16,550 1,500 350,550 205,500 | 4 145,050 

Great Southern pass. 24,335 22,808 1,527 437,955 420,496 | 4 17,459 

158 mis.) | 

” goods 34,012 29,511 4,501 713,075 679,568 33,507 
total 58,347 | 52,319 6,028 1,151,030 1,100,064 50 966 





Whitsuntide 








bookings, 1933 


* 48th Week 
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British and Irish Railway 
Stocks and Shares 


o 

DP nn 

. bo 

Stocks b> 
G.W.R. 7 

Cons. Ord. ...| Dlg 

5% Con. Prefce. ...| 10934 


5% Red. Pref.(1950) | 10914 


4% Deb. 110815, 
434% Deb.... ...{108 
44% Deb.... "116 
5% Ded. ... 128 
24% Deb.... | 65 
5% Rt. Charge 1124 
5% Cons. Guar. 122 
L.M.S.R. 
Ord. pam veo] 29%8 
4%, Prefce. (1923) 51 
4%, Prefce. sal a 
5% Red. Prf. (1955), 93 
4%, Deb. ... 10314 
5° Red.Deb.(1952) |114 
4°, Guar. ... wee| D71g 
L.N.E.R. 

5% Pref. Ord. 221, 
Def. Ord. ... we-| 1034 
4% First Prefce. ...| 6512 
4°, Second Pref¢ 401, 
5% Red.Pref.(1955) | 8334 
4°%, First Guar. 943, 
4%, Second Guar. 8914 
3% Deb. A ae 
4% Deb. ... ...| 10234 
5% Red.Deb.(1947)|112 
44% Sinking Fund |10712 


Red. Deb. | 


SOUTHERN 
Pref. Ord.... ves ee 
Def. Ord. ... 243, 
5% Prefce. 


5% Red. Pref.(1964)/ 10754 
5% Guar. Prefce. |12414 
5% Red.Guar.Pref. |1155 
(1957) 
4°, Deb. 10715 
5% Deb. ... ...| 1261, 
4% Red. Deb. |10714 
1962-67 
Betrast & C.D. 
Ord. os cP 6 
Fortu BripGE 
4% Deb. 9915 
4° Guar. 981 
G. NORTHERN 
(IRELAND) 
Ord. : 71> 
G. SOUTHERN 
(IRELAND) 
Ord. a 28 
Prefce. 24 
Guar. 42 
Deb. 60 
LF. 
44% “A” wee L177g 
oy hgh ere ..| 127 1g 
44% “ T.F.A.” TLL Ag 
5% “Bp” ‘ 12219 
“Oo 863, 
MERSKY 
Ord. oes 1614 
4% Perp. Deb. 83 


3% Perp. Deb. ...| 62 
3% Perp. Prefce....| 


* ex-divide 








. 1071146 


Lowest 
1933 
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691, 
871, 


6 Yl, 


10034 
106 
11714 
60 
1111, 
103 


1021, 
9834 


2734 
93g 
74 
787 
10234 
1031» 


9634 
11414 
100 


9512 
94 


16 
121, 
1634 
307g 
} 
1112 
1191, 
106 


114 
741, 


5 
6375 


reo 
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Prices 
June Rise 
S| Fall 
1934 


} 


| 51 

j11215 
10815 
108 

1101 
1171s 
1281, 
| 701g 
1271, 
1241 


1011, 
1011, 


uw 


20 
15 
40 
63 


118* 
127* 
1108* 
122° 


| 7319 


14 

871, 

651, 
| 5313 
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CONTRACTS AND TENDERS 


Southern Railway Main Line 
Electric Stock 

The Southern Railway has placed 
orders for a total of 34 electric motor 
coaches divided equally between the 
Metropolitan-Cammell Carriage, Wagon 
& Finance Co. Ltd. and the Birming- 
ham Railway Carriage & Wagon Co. Ltd 
These coaches are required for the new 
kastbourne services 


The Tilley Lamp Company has re 
ceived an order from the Antofagasta 
Chili) & Bolivia Railway for 12 Tilley 
floodlight projectors 


Che Barrow Hamatite Steel Co. Ltd 
has received an order from the Buenos 
\yres Western Railway for 1,900 pairs 
of steel fishplates for LOO-lb. rails 


The India Rubber, Gutta Percha & 
Telegraph Works Co. Ltd. has received 
orders for Silvertown train lighting 
belting at a total price of Rs. 29,411, 
free delivery 


Jessop & Co. Ltd. has received an 
order from the Great Indian Peninsula 
Railway for five 15-ton kerosene oil 
tank wagons without wheels and axles 
at a total price of Rs. 38,490 


George Spence! Moulton & Co. (India) 
Ltd. ,.has secured an order from the 
Indian Stores Department for 800 sets of 
india-rubber buffer springs with M.S 
painted plates at a total price of 
a 10,983, free delivery 


Che North Western Railway of India 
has placed orders for screw couplings 
in quantities of 1,200 and 800° re 
spectively with J. O'Hara Murray «& 
Co. and Vickers (India) Limited, for 
\lfred Herbert (India) Limited 


Further Diesel Railcars for 
Denmark 

\./S. Frichs has recently delivered 
ten 450-500 h p diesel-electric railcars 
to the Danish State Railways and a 
further ten cars have been ordered from 
the same firm. These will be fitted with 
a new design of bogie by which the 
tractive power is raised and acceleration 
improved, but the maximum speed ts 
reduced, to meet service conditions 
between Copenhagen and Hillerod, on 
which line the section from Copen 
hagen to Holte is in course of electrifi 
cation 


J. Stone & Co. (India) Ltd. has 
secured an order from the Indian Stores 
Department for 3,750 110 kV. patent 
spring ring disc insulators, Steatite and 
Porcelain Products type S. 321, at a 
price of Rs. 16,465, free delivery. 


William Jacks & Company has re 
ceived an order from the Great Indian 
Peninsula Railway for one 3 ft. 6 in 
elevating arm-type high-speed radial 
drilling, boring, tapping and studding 
machine, to be supplied by Fredk 
Town & Sons at a price of Rs. 2,785, 
f.o.r. Bombay. 


Alfred Herbert (India) Limited has 
secured an order from the Great Indian 
Peninsula Railway for four 24/26 in. 
Ormerod heavy duty crank-driven 
shaping machines with cone pulley 
drive and self-acting vertical feed, at a 
price of Rs. 3,485, each machine de- 
livered f.o.r. Bombay. 


Important L.M.S.R. Road 
Transport Orders 

Orders for a total of 515 motor and 
557 trailer road vehicles have been 
placed by the L.M.S.R., including 

Albion Motors Limited: Seven 6-ton model 
M55 chassis with Gardner 5LW engines and 
driving cabs; four 6-ton model M55 chassis 
with petrol engines and driving cabs; eight 
5-ton model L525 chassis with Gardner 41.W 
engines ; three 6-ton model M55 chassis with 
Gardner 51LW engines, driving cabs, and Trans 
port steel moving floor bodies; eight 4-ton 
model KLS3 chassis with Gardner 4LW engines, 
cabs and bodies ; one 4-ton model K52 chassis 
with petrol engine and hand-operated end 
tipping body. 

Morris Commercial Cars Limited ; Thirty-two 
Morris Cl3 type chassis with cabs. 

Ford Motor Co. Ltd.: Forty-two Fordson 
3.15. 2-ton chassis 131 4-in. wheelbase ; nine 
Fordson B.b. 2-ton chassis 157 in. wheelbase ; 
seven Ford I-ton chassis [31 4-in. wheelbase ; 
twelve Ford 14°9-h.p. Tudor saloons ; one Ford 
1$-ton truck complete 

Jowett Cars Limited Eleven lO-cewt. light 
Valls 

Dennis Bros Pwenty-nine 2-ton parcels 
Vans comple te 

Karrier Motors Limited Fifty Cob Major 
M.H. tractors and fifty trailers; six Karrie1 


Bantam parcels vans complete ; one Warrier 
C.Y.3 hand-operated tipper complete. 
Scammell Lorries Limited 128 Scammell 


6-ton Mechanical Horse tractors ; 242 Scammell 
6-ton trailers ; three Scammell 10-ton trailers ; 
116 Scammell 3-ton Mechanical Horse tractors ; 
145 Scammell 3-ton trailers 


Cranes (Dereham) Limited Iwenty trailers 
tor Mechanical Horse tractors 
Eagle Engineering Co. Ltd.: Twelve 4-ton 


4-wheeled trailers; four 5-ton 4-wheeled 
trailers. 


Harrow Industrial Co. Ltd One 4-ton 
t-wheeled Harrow trailer 

Scottish Motor Traction Co. Ltd Five 
Fordson Flexion livestock lorries 

Miles Limited lhree Fordson Sussex chassis 
with Miles livestock bodies 

Commer Cars Limited Six Commer Pug 


2-ton parcels vans 

Levland Motors Limited Iwo motor horse 
boxes (two-stall) on K.P.3 chassis 

Austin Motor Co Ltd fen Austin 
10-h.p. de Luxe saloons ; one Austin 12/4 tour 
ing car; five Austin 20 Ranelagh landaulettes ; 
one Austin 7 light van ; one Austin 10 light van 


International Harvester Company Two 
McCormick Deering shunting tractors. 
Lansing Bagnall & Co Iwo Imp tractors. 


Douglas Motors Limited : One Douglas works 
truck 

(See also page 1023 of our Road Transport 
section 

The Vulean Foundry Co. Ltd. has 
received orders from the Eastern Bengal 
Railway for 12 boilers for K_ class 
2-6-4 tank locomotives, broad gauge, 
18 boilers for R class 4-6-0 mixed loco 
motives, metre gauge, and 15 sets of 
cylinders for P and R class engines, to 
the inspection of the consulting engi- 
neers, Messrs. Rendel, Palmer & Tritton. 

The Port and Railways of Lourengo 
Marques is calling for tenders, to be 
presented in Lourengo Marques by 
August 6, for the supply of 20 complete 
automatic couplers for locomotives 
Firms desirous of offermg couplers 
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of United Kingdom manutacture 
obtain further details from th 
ment of Overseas Trade 
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The British Steel Export Association 
has received an order for 8,800 tons of 
steel plates, bars and sections for 
bridges for the Ministry of Railways, 
Nanking, China, to the inspection of the 
consulting engineers, Messrs. Fox and 
Mayo 

W. G Bagnall & Co. Lid has 
received an order from the Eastern Ben 
gal Railway for 17 boilers for P class 
4-6-0 locomotives, metre-gauge, and an 
order from the Jodhpur Railway for 
two boilers for 4-6-0 locomotives, 
metre gauge. 


Db 


Speed Indicators for the L.N.E.R. 

The Hasler Telegraph Works has 
received an order from the London & 
North Eastern Railway for two Telox 
speed indicating and recording instru- 
ments and transmission gear for appli 
cation to the new three-cylinder 2-8-2 
express passenger locomotives 


Peter Brotherhood Limited has been 
obliged by the large number of orders 
received during recent months to keep 
the works at Peterborough running- 
continuously day and night \mong 
orders recerved are British Junkers 
diesel engines tor Murex Welding Pro 
cesses Limited; steam = engine-driven 
circulating pumps for Beardmore & 
Co. Ltd. ; two steam engine-driven two- 
crank air compressors for R. & W 
Hawthorn Leslie & Co. Ltd one large 
air compressor and water cooling towers 
for the London Passenger Transport 
Board ; and a four-stage air compresso! 
for the Liquid Oxygen Co. Ltd 








ADDITIONAL G.W.R. Expr SER 
vicks To WrEyMoUTH Beginning on 
June 1, additional afternoon services 
to Weymouth are beimg provided on 
Fridays and Saturdays off the 3.30 p.m 
train from Paddington and the 4.85 p.m. 
train from Bristol Phe arrival time at 
Weymouth, in both cases, is 6.43 p.m 
Che service will continue at week-ends 
until July 7 


IMPROVED PHIRD-CLAS lk ENCH 
ENGLISH SERVICES The Northern 
Railway of France made some valuable 
concessions to third-class cross-Channel 
passengers when the summet time 
tables were introduced on May 15 last 
The 8.57 a.m. express from) Paris to 
Boulogne now runs through to Bou 
logne-Maritime giving direct access to 
the steamer sailing at 12.18) p.m 
instead of terminating at Boulogne 
Ville as hitherto. Through third-class 
coaches to Boulogne-Maritime, arriving 
at 6.41 p.m., are also incorporat d in 
the 3.10 p.m. ex-Paris. In the reverse 
direction, through carriages for (hird 
class passengers leave Boulogne \lari 
time at 1.10 p.m. and are attaghed to 
the express arriving in Paris at 5.20 p.m. 
For the benefit of Dover-Calais third- 
class passengers, the former 6.29 p.m 
from Calais-Ville to Paris now starts 
from Calais-Maritime, connecting with 
the steamer, 
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LEGAL 


IN THE COURT of the Railway Rates 
Tribunal 


Road and Rail Traffic Act, 1933. 
Agreed Charges 


TOTICE IS HEREBY GIVEN that Appli- 
N cations for the approval of Agreed 
Charges under the provisions of Section 37 of 
the Road and Rail Traffie Act, 1933, short par- 
ticulars of which are set out in the Schedule 
hereto, have been lodged with the Railway 
Rates Tribunal. 

The said Applications may be inspected at 
the Office of the Tribunal, 2, Clement’s Inn, 
Strand, London, W.C.2, at any time during 
office hours and at the following places 
Lonpon. Railway Clearing House, 123, Sey 

mour Street, N.W.1. 

BirnmincuaM.-District Goods Manager’s Office, 

Snow Hill, Great Western Railway 
Carpirr. —Divisional Superintendent’s — Office 

Great Western Railway 
Exerer. Western Divisional 

Office, Southern Railway. 
LeEDS District Goods Manager’s Office, Wel 

linzton Street, London & North Eastern 

Railway 
LEICESTER 

ager’s Office 

Railway 
Mancuesrer. -District Goods Manager’s Office, 

Hunt’s Bank, London Midland & Scottish 

Railway 
SournameTon, -Southern Divisional Superinten 

dent’s Office, Southampton West, Southern 


Superintendent’s 


District Goods and Passenger Man 
London Midland & Scottish 


Manager’s Office London & 

Zastern Railway 

{rexpeeN.—-District Goods and Passenger Man 
iger’s Office, London Midland & Scottish 


Railway 


v4 
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EpinsurGu.—District Goods and Passenger 
Manager’s Office, Waverley Station, London 
& North Eastern Railway 

Giascow.—Commercial Manager’s Office, Cen 
tral Station, London Midland & Scottish 
Railway. 


A copy of each Application lodged with the 
Tribunal can be obtained from Mr. G. Cole 
Deacon, Secretary, Rates and Charges Com 
mittee, 35, Parliament Street, Westminster, 
London, 8.W.1, price 1s., post free 

Notices of objection by any parties entitled 
to object to the approval of any of the said 
Agreed Charges must state concisely the 
grounds of objection and must be filed at the 
office of the Registrar, 2, Clement’s Inn, 
Strand, London, W..2, on or before the 26th 
day of June, 1934, and a copy thereof on or 
before the same day served on or sent by 
registered post to Mr. Cole Deacon, at the 
above address. A separate Notice must be filed 
and served in respect of each Application 

Kach Notice filed must be on foolscap size 
paper and must be stamped with an adhesive 
fee stamp for 2s. 6d. (which can be purchased 
at the office of the Tribunal only) If sent 
by post for filing each Notice must be accon: 
panied by a Postal Order for 2s. 6d. payable 
to the Registrar, when a stamp will be affixed 
at the office A Notice by a Representative 
Body of Traders must contain a statement of 
the facts upon which such Body claims to 
represent a substantial number of traders in 
terested in, or likely to be affected by the 
decision on, the application. 

Four additional copies of each Notice must 
be lodged with the original at the office of 
the Registrar 

T. J. D. ATKINSON, 
tegistrar 


4th June, 1934 


Number Date of 
t Appi Lods Parties to Agreement Nature of Agreed Chat 
thon ment 
4, N rk June I bk. WH. ROBERTS SA 0, Hosier Lane, Smith Per pig 
os field Market, London, and GW L. A Live pigs consigned te istered 
N.1 LL.M. & SS. and Southern Railway Cos bacon curers or their agent 
und LPL Chis application, by leave 
vranted under Rule 4, relates also to Agreed 
Charge with the other Registered Bacon 
Curers in Great Britain as specitied therein 
) \ Ww ABRAHAM & CO Newport, Isle ot Per pi 
Wight, and the GW Be a Ec. LM. & 8 Live pig consigned evistered 
ind Southern Railway Co LPT LB bacon curers or their agents 
‘ PLUX & SONS, LED... Wroxall, Ventnor, Isle of Per pis 
Wight, and the Gi.W L& N LM. aS Live pigs consigned te revistered 
and Southern Railway Cos L.P.T.B bacon curers or their agents 
PrHE BRITISH OLL ANDCAKE MILLS, LTD Per ton 
London, and the Southern Railway (+ Meals and husks for animal and 
poultry feeding 
Poultry food, solid 
JAMES CARTER & CO, (Carter's Tested Seeds» Per ton 
Ltd.), London, and the Southern Railway Co Fertilizers 
Seeds, agricultural, th im ve 
table 
s4 IUDGE BRAND CO... LED. Neweustle-on-Tyne Per ton 
ind the L. & N.E. Railway Enamels, varnish, polish stain 
brushes, A« 
PoC. LOWE & SON, LTD., Sittingbourne, and Per ton 
the Southern Railway Co Dog biscuits and foods for livestock 
r poultry 
sti rHE MANCHESTER MUTI PRADING Per packa 


ASSOCLTATION. LTD... Manchester, and the 


Cheshire Lines Committee 


md LM. & 8. Railway Cos 
87 MARR, DOWNIE & CO., LTD 
the L. & NE. and L.M. & 8 


SS OXENDALE & COMPANY 


and the Cheshire Lines Committee, G.W 


L. & N.E 
tilasgow, and Per ton 
Railway Cos Stationers paper books and sta 


tioner’s sundries 
Manchester Per packace 
General household requisite 


LL. & NEL, and L.M. & 8. Railway Cos 


so Rn. & J. HILI 
L. & NE 
Cos. and L.PLT.B 

ww GORDON MACKAY & CO 
L. & N.F and LL.M. & S 


” rHE VICTORIA CREAMERY 
Airdrie, and the L. & N.E 


Railway ( 


and the G.W 


LTD., London 
L.M. & 8. and Southern Railway 


Leed and the 
Railway Cos 


and L.M. & 5 


Per packaue 
Cigarettes and tobacco 


Per packaue 

Clothing, drapery and veneral store 
wares 

Per package 

Baker's filling cream and confes 
tionery for cakes 





Overseas Railways 

How can you cut operating costs ? 
\ WELL-EXPERIENCED Mechanical En 
4 gineer with over twenty years on the 
German State Railways offers his services as 
a Consulting Engineer or for a permanent 
position as Locomotive Superintendent.—All 
particulars «end references may be obtained 
from Box 4, c/o Ratway Gazerre, 33, Tothill 
Street, S.W.1 





MPROVEMENTS in or relating to Means 
for Controlling Electric Lighting Installa 
tions in Railway Carriages or the Like.” 
lhe Proprietors of British Patent No. 260,360 
desire to arrange for the commercial working 
of this Patent by sale outright or by licences 
granted on participating and reasonable terms 
Particulars obtainable from TECHNICAL 
Recorps Limtrep, 59-60, Lincoln's Inn Fields, 
London, W.C.2. 
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AND OFFICIAL NOTICES 


South Indian Railway Company Limited 


TINUE Directors are prepared to 
Tenders for the supply of 
STEELWORK FOR BRIDGES 

Specifications and Forms of Tender will be 
available at the Company’s Offices, 91, Petty 
France, Westminster, S8.W.1 

Tenders uddressed to the Chairman and 
Directors of the South Indian Railway Co. 
Ltd., marked ‘Tender for Steelwork for 
Bridges,” with the name of the firm tendering, 
muse be left with the undersigned not later 
thin 12 noon on Monday, the 25th June, 1934. 

The Directors do not bind themselves to 
accept the lowest or any ‘Tender. 

A charge, which will not be returned, will 
be made of 10s. for each copy of the Specifica- 
tion 

Copies of the drawings may be obtained at 
the Offices of the Company’s Consulting 
Engineers, Messrs. Robert White & Partners 

Victoria Street, Westminster, S.W.1 


\. MUIRHEAD, 
Managing Director 


receive 


/ Petty France 
Westminster, S.W.1 
ist dune, 1934 


H.E.H. The Nizam’s State Railway 
i EQUIRED, for service on the above Rail 


way, one Carriage Repair Shop Foreman 
for Carriage Shops at Secunderabad. 


Qualification 

ge 30-35 years; must have served appren 
ticeship as a body builder in a railway work- 
shop or with a recognised coach building firm; 
subsequent experience should cover repair of 
couch bodies and preferably experience with 
wood-working machinery: also must have first 
class Knowledge of the assembling and eree- 
tion of new wooden coach bodies. 


Conditions of Service. 
Will be required to take full charge of coach 
building and repairing, and a small attached 
aw mill, with total staff of about 600 men 
Salary 

Within the grade of °O.S. Rupees 460 to 585 
per mensem, with annual increments of O.S 
Rs. 25 per mensem Commencing salary ac 
cording to qualifications 

Applications (by letter only) giving full 
details of applicants’ age, training and = ex- 
perience ind accompanied by copies of testi 
monials, should be addressed to the undersigned 
not later than 15th June, 1934 


F. ADAMS 
Secretary 
H.E.H. the Nizam’s State Railway 
Board 
Winchester House 
Old Broad Street 
London, E.C.2 
4th June, 1934 
rhe Hyderabad State currency usually 
varies from Oosmania Sicca (O.8.) rupees 114 
to 117 per hundred British India rupees 





NUE rRADE COMMISSIONER FOR 
MYSORE is prepared to receive Tenders 
for 
TWO TANK LOCOMOTIVES, 
METRE GAUGE. 

Specifications and Tender Forms in triplicate 
can be obtained from the Consulting Engineers, 
Messrs. Rendel, Palmer & Tritton, 55, Broad 
way, Westminster, 5.W.1, on payment of one 
half guinea, which will not be returnable. 

Tenders, in duplicate, are to be submitted to 
the Consulting Engineers at the above address 
not later than 10 a.m. on 6th August, 1934. 





Central Argentine Railway 
a IS HEREBY GIVEN that the 
4 Transfer Books of the Company of the 
4 per cent. Debenture and 34 per cent. Central 
Debenture will be closed from the 8th to the 
20th of June, both days inclusive, for the 
preparation of interest warrants. 
F. FIGHIERA, 
Secretary, 
Central Argentine Railway 





P A TENTS for Inventions, Trade Marks, Advice, 

Handbook, and consultations free. King’s 
Patent Agency, Ltd. (B. T. King, C.1.M.E., 
Registered Patent Agent, G.B., U.8., and 
Canada), 146a, Queen Victoria Street, London, 
E.C.4. 49 years’ references. "Phone City 6161. 


| South 
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